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The Cte of the Milline Voller hee... 
...that moved coast to coast via ALLIED 


First in Experience + Safety « Service 


Actually, at face value, the vase was worth very little. But to its owner, a 
sentimental gentleman, it was priceless—he wouldn’t have parted with it for 
a million. No wonder, when his firm transferred him from New York to San 
Francisco, the Traffic Manager called on Allied to handle the job. Allied’s 
facilities, equipment and skilled personnel are geared to handle the most 
delicate moving assignments . . . anywhere in America. 

Place your problems of long-distance employee-transfer in the careful, 
experienced hands of Allied Van Lines and you are assured that even the most 
priceless possessions will reach their destination swiftly and safely. Call Allied 
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WORLD’S LARGEST LONG-DISTANCE MOVERS 


OF HOUSEHOLD GOODS + OFFICE FURNITURE AND EQUIPMENT 
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Pluaand fee 
Mee Moving fee a 
: by having Greyvan : 
@ Take the work and worry out of moving for y e y ) 
your employees by turning the whole job over to ha ndle all details parti 
Greyvan. Greyvan will handle every detail (from the x 
packing household furnishings in your employee’s hand 
present residence to unpacking and arranging them a = embe 
in his new home) with extra care at no extra cost! 4 = the x 
Freed of burdensome details, your employee will aa fy) [ae ~ i boar 
be able to make the transition from his present posi- ; _ 
tion to the new one more quickly, easily and satis- \ Shou 
factorily . . . will approach his new assignment with i) t| ) 
morale high and enthusiasm unimpaired. ea non- 
Greyvan’s complete, efficient service saves time and iol 


effort for you, too. Get full information by calling cents 
the Greyvan representative listed in your classified equa 
telephone directory. ems 
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We wish we could write some encouraging things 
about the arbitration proceedings in the railroad 
non-operating wage dispute which began at Chicago 
this week. We’d like to use some sounding phrases, 
such as “fan example of democracy in action,” or “‘proof 
that sanity in management-labor relations prevails at 
least in the railroad industry.” 


A little over a year ago, indeed, while we did not 
use just those terms, we did comment very optimisti- 
_jcally on the arbitrations then under way, not only be- 
tween railroad management and the non-operating 
workers, but also between management and three ‘of 
the operating brotherhoods. What happened subse- 
quently, however, leaves us with a rather dim view of 
the efficacy of the arbitration process in rail-labor 
disputes. 


It will be remembered what happened then. The 
non-operating unions were seeking an increase of thirty 
cents an hour. Following exhaustive presentations be- 
fore a six-man board, constituted as is the board now 
sitting of two rail, two union and two “neutral” mem- 
bers, an award of an increase of sixteen cents an hour 
was handed down. 


The agreement, signed by representatives of both 
parties, under which the arbitration was held, bound 
the parties to accept whatever award the board should 
hand down. Pursuant to that agreement, contracts 
embodying the sixteen-cent increase were signed by 
the railroads and the unions involved the day after the 
board made its award known. 

And that, from any reasonable point of view, 
fou have been an end to the matter. But it wasn’t. 
pi the vaunted “peace” between the railroads and the 
—/non-operating unions lasted just eleven days. Then the 
“aatlamemiunion filed a new demand for an increase of fourteen 
ents an hour. Note that the new demand exactly 
pequalled the difference between the original thirty-cent 
idemand and the sixteen-cent award of the arbitration 
ppoard. 

There is no need, here, of retelling subsequent 
bvents which eventually brought about a brief but 
Wagic nationwide interruption of railroad transporta- 
tion, maneuvered by two obstreperous operating broth- 
erhoods, with the net result that all of the rail workers, 
Operating and non-operating alike, got increases of 
814 cents an hour, 214 cents more than either the 
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Regretting a Lost Faith 


non-operating or the operating arbitration boards said 
would be fair. 


The whole thing was a discouraging and a sorry 
mess. It is not, perhaps, important that it shattered 
our confidence in arbitration as a tool for the settling 
of rail-labor disputes. Having had our earlier optimism 
about it so rudely dispelled, we do not look forward 
blithely to a repetition of the lesson. ‘The villainy you 
teach me, I will execute, and it shall go hard but I will 
better the instruction,” a playwright by the name of 
William Shakespeare said a long time ago. 

Rail management negotiators, however, do not 
seem to have profited. 


We noted, last year, that there was nothing illegal 
in the action taken by the operating unions in applying 
for an additional increase immediately after accepting 
the arbitration award. There was nothing in the rail- 
way labor act to forbid that, we said, since it permitted 
the filing of such demands at any time. 

We did point out, however, that something should 
have been included in the arbitration agreement to 
insure effectiveness of the wages resulting from any 
award for some reasonable time. Had such a clause 
been part of the agreement, the whole business would 
not have been so quickly reduced to a farce. 

We even charitably assumed that the absence of 
something of the kind in the agreement was an over- 
sight on the part of the management negotiators. Now 
we must regretfully admit that it was not an oversight. 
To continue to maintain that it was, would be to accuse 
those negotiators of having learned nothing at all from 
what happened last year; for, mark you, the agreement 
signed last week also says nothing whatever on the 
point. 


HE AWARD when filed with the federal court clerk 

in Chicago, says the instant arbitration agreement, 
“shall be final and conclusive upon the parties thereto 
as to the facts determined by the award and as to the 
merits of the controversy decided,” and “the respective 
parties to the award will each faithfully execute the 
same.” 

As far as that goes, it is fine. Whatever the board 
decides, the railroads and the unions will accept. They 
will probably again sign contracts embodying the new 
wages, hiked to the extent the board thinks fair and 
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OTHERS ARE DOING IT! 


* Note how Torsion-Bar Springs replace conventional 

leaf springs and hangers. Torsion-Bar Springs do not 

PERATORS’ RECORDS indicate without ques- ra “bottom.” This patented construction—a Fruehauf 
O tion that Fruehauf Gravity Suspension exclusive — permits axles to “toe-in’’ automatically on 
Tandems are at least doubling tire life. x curves. The unit trails perfectly, without scuffing tires. 


If you are a fleet owner, the savings in tires 
alone are tremendous. For example: a set of 
eight 11.00 x 20 tires probably costs you 
$766.00. If instead of changing tires at 40,000 
miles, they roll up 80,000 or 120,000 as is 
often reported, it’s a matter of simple arith- 
metic to figure the savings in rubber from this 
revolutionary Trailer underconstruction. 


And, savings multiply still further when 
you consider such features as easy pulling that 
lowers fuel cost. Drivers report they operate 
their tractors one gear higher with Gravity 
Suspension. Lower maintenance cost, too, is assured 
from the cushioned ride it provides both Trailer 
and load. Safety likewise represents a big saving .. . 
Gravity Tandems hug the road on curves. Brake 
chatter and wheel hop are eliminated . . . stops are 
positive with this mechanism. 


As one driver-owner states, “The only way to make 
money in the trucking business today is to buy the 
best and for my money it’s Fruehauf Gravity Suspen- 
sion in combination with Stainless Steel Vans. And, 
speaking about tires, this one set has more than 80,000 : 
miles on it with many more thousand yet to go.” 





World's Largest Builders of Truck-Trailers 
FRUEHAUF TRAILER COMPANY ~- DETROIT 32 
69 Factory Service Branches 


you caw PULL 
FAR MORE THAN 


-f 7 ‘“'ENGINEERED 
you can CARRY! / 
FRGUEMHAG, TRAILERS TRANSPORTATION” 
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proper. And then the unions can go out and begin prep- 
aration of new demands, covering that part of their 
demands the board may see fit not to grant, and file 
these new demands in eleven days, or five days, or 
one day. 

If that is arbitration, we submit it is a pretty futile 
thing. It is just about as effective in stabilizing rail 
wages as the vaunted section 10 of the railway’ labor 
act, which provides for fact-finding boards, when there 
is a threat seriously to interrupt interstate commerce— 
a provision which has yet to result*in the acceptance 
by the unions of the “recommendations” of a fact-find- 
ing board in a nationwide dispute. 

We hope the arbitration now going on will be effec- 
tive, but we are not confident that it will be. Some- 
thing may happen to mend our shattered faith in the 
cherished process. But that will take some mending, 
and we fear that, however skillfully it is done, the 
cracks will always show. 




















Non-Operating Railroad Wage 
Dispute Arbitration Proceedings 


Arbitration board proceedings before the National Medja- 
tion Board in the dispute between the seventeen non-operating 
railroad unions and the nation’s railroads over the unions’ de- 
mands for an increase in pay of twenty cents an hour opened 
in Chicago, August 4,.in the U. S. Appellate Court Building. 
Members of the board of arbitration (see Traffic World, August 
2, p. 342) elected Dr. William M. Leiserson as chairman of 
the board. Robert D. Calkins was elected vice-chairman. 

Appearing on behalf of the unions, Lester P. Schoene, gen- 
eral counsel for the Employee’s National Conference Com- 
mittee, made a general preliminary presentation of the unions’ 
case. Outlining the history of railroad wages from 1935 to date, 
Mr. Schoene said that railroad employes between the years 
1935 and 1941 had received a single 5-cents-an-hour increase 
in 1937, which showed that railroad employes had fallen far 
behind workers in other industries in increases in wages as 
of 1941. The wage increases granted that year, said Mr. 
Schoene, did not eliminate the rising differential between the 
wages of railroad employes and those of workers in other in- 
dustries. He said that the unfavorable differential of railroad 
employes in 1940 was 14.4 cents an hour, as compared with 
1920, on the basis of the wage changes in 24 manufacturing 
industries, and 9.8 cents an hour on the basis of the wage 
changes in all manufacturing and non-manufacturing industries 
combined. As authority he cited the President’s Emergency 
Board of May 24, 1943. The same board found, Mr. Schoene 
said, that in the middle of the wartime period—1940—the railé 
road employes had suffered a loss in relative wage position of 
144 cents an hour, and between 1940 and 1942, an additional 
loss of relative position of 9.4 cents an hour. “Yet the board,” 
he said, “was unable, in spite of these findings, to recommend 
any increase that would fully correct the inequities.” 

The wage increases granted last year permitted the rail- 

toad employes to participate in the national pattern of in- 
creases that had been granted in other industries but did not 
eliminate the accumulated inequities, Mr. Schoene said. 
_ Saying that the unions base their demands on the inequities 
in the wages of railroad employes as compared with other 
employes, on increased productivity, and the increased cost of 
living, Mr. Schoene emphasized that the railroad worker, be- 
cause of his part in the integrated production process of Amer- 
lean economy, was no less a producer of automobiles, refrig- 
erators, etc., than the people who worked in the assembly plants 
Where those articles were produced. 

Mr. Schoene stated that the unions would present evidence 
to show that the increase requested was required to restore the 
real wage position of these employes which, following the in- 
crease granted last year, had been completely wiped out by 
the increase in cost of living. 


Preliminary Statement by E. H. Burgess 
Edwin H. Burgess, general counsel, Baltimore & Ohio Rail- 
toad, appearing on behalf of the railroads, took the stand fol- 
lowing Mr. Schoene. Mr. Burgess warned the arbitration board 
that wage increases could not be granted “without ' forcing 
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freight rates up to a higher level than ever before and bringing 
about an inflationary effect on general price levels with its 
attendant economic injury to all.” The unions, he said, were 
demanding a third wage increase within little more than a year. 
Meanwhile, he said, Congress has granted railroad workers 
materially increased social security benefits at the railroads’ 
expense. Mr. Burgess cited government statistics to show the 
preferred wage position of railroad employes. Interstate Com- 
merce Commission statistics showed that railroad employes 
today received an all-time high average weekly wage of $59.30, 
which, he said, was $10 in excess of the average weekly wage 
of all production workers. The non-operating workers were 
paid $52.30 more a week, he said. Weekly earnings of railroad 
workers were $6 more than those of employes in the select 
group of 25 industries reported by the National Industrial Con- 
ference Board, which were concentrated in the industrial east 
where wage levels were generally higher than in other sections 
of the country, Mr. Burgess said. 

According to Social Security Administration figures for 
1946, railroad workers were paid $12 more a week than those 
in production industry. The non-operating railroad workers 
were paid $5 more a week, he said. Department of Commerce 
figures, he said, showed that the average annual earnings of 
rail workers in 1946 were more than one-fourth higher than 
the average annual earnings of workers in all private industry. 
In some sections of the country railroad maintenance-of-way 
laborers were receiving as much as two and three times what 
farm labor in those areas were paid, without board, Mr. Bur- 
gess said. He pointed out that the railroad paid office boys 
substantially the same as public school teachers received. 

Mr. Burgess called attention to the other benefits not en- 
joyed by workers in other industries, including the substantially 
greater social security benefits. “The railroads’ contribution to 
social security benefits is now equivalent to 104/10 cents per 
hour in wages,” he said. 


More Freight Increases Possible 


Mr. Burgess warned that constantly increasing wages might 
force transportation rates so high as to jeopardize the industry’s 
ability to maintain its traffic volume in competition with other 
carriers and hence its ability to employ labor. 

“The wage increases granted in the last few years have al- 
ready forced one general nation-wide increase in freight rates 
which became effective January 1, 1947,” he said. “In addition, 
current increased costs compelled the filing of a petition on July 
3 of this year for a second general rate increase.” 

These increases, he said, were being sought to meet only 
the existing level of wages and operating costs, wholly without 
reference to any possible further increase. 

“Each 1 cent per hour in the wage change of non-operating 
employes means 284% million dollars; and for all railroad em- 
—_— with taxes added, it means $40,000,000,” Mr. Burgess 
said. 

Referring to the statement of President Truman’s council of 
economic advisors that only two types of wage increases could 
be regarded as necessary for the promotion of the general pub- 
lic welfare, namely, 1, increases where wages were sub-standard, 
and, 2, increases where wages had not kept pace with the rising 
cost of living, Mr. Burgess said railroad employes did not qualify 
for an increase on either of these grounds. 

In referenec to statements that war-time earnings of the 
railroads were so exorbitant as to make possible an increase in 
operating expenses, he said the fact was that operating expenses 
had increased relatively faster and the result was that while the 
gross was greater, the net was less. In 1947, he said, gross rev- 
enues would be a quarter billion more than in 1929 but the net 
would be one-third less. 

The evidence to be presented would show, he said, that in 
the last two decades labor’s share of the income from the indus- 
try had mounted, whereas, the investors’ share had correspond- 
ingly declined. ‘Investors have been grossly underpaid for 
years,” Mr. Burgess said. 

Referring to the matter of increased production, Mr. Bur- 
gess said that the total wages per traffic unit increased over 30 
per cent from 1941 to 1947 while the traffic unit per man had 
showed an increase of only 14% per cent. 

As to the matter of the increased cost of living, Mr. Burgess 
said that it would be shown that average weekly earnings had 
increased 75 per cent since 1939 but that living costs had in- 
creased only 57.9 per cent. It would be shown, he said, that 
12 cents out of the 18% cent increase granted the non-operating 
employes last year was in excess of what was necessary to meet 
the rise in the cost of living. 


Cites Average Wages 


George E. Leighty, president, Order of Railroad Tele- 
graphers, and chairman of the Employes’ Natoinal Conference 
Committee, spoke of the continuous pressure that had been put 
upon the national offices of the non-operating unions by the 












































396 


employes because of the continuing rise in the cost of living. 
He cited statistics to show that the cost of living had risen 20 
per cent between January, 1946, and March, 1947. For this 
reason, he said, the unions had felt that a 20 per cent increase 
was justifiable, though this still did not wipe out the inequities 
which had been built up since 1921. 

Explaining what he meant by inequities, Mr. Leighty said 
that in 1921 the hourly earnings of the non-operating employes 
averaged 59.3 cents an hour. At that time the average earnings 
of workers in 25 industries selected by the National Industrial 
Conference Board were 52.4 cents an hour. The average earn- 
ings in the same 25 industries in December, 1946, amounted to 
124.7 cents an hour, said Mr. Leighty, while the average earn- 
ings of the non-operating railroad employes amounted to 106.3 
cents an hour. In other words, he said, the workers in the 25 
outside industries were receiving wages that amounted to 18 
cents in excess of those of the non-operating employes, whereas 
in 1921 the non-operating workers’ wages had exceeded by 7 
cents an hour those in the 25 industries cited. Mr. Leighty also 
cited weekly pay figures as proof of the inequities. 


A. F. of L. Statistician Testifies 


George Cucich, economist and statistician for the Railway 
Employes Department of the American Federation of Labor, 
gave a detailed history of the railroad wage structure since 
prior to World War I. In conclusion, he stated: 


Summarizing the development which has occurred over the past 
three decades, we find that (1) the railroad wage structure was in a 
chaotic condition prior to World War I when the wage structure was 
shockingly low, (2) a fairly well-balanced wage structure was estab- 
lished within the railroad industry by the middle of 1920, (3) immedi- 
ately thereafter the railroad wage rates were drastically reduced and 
did not again generally reach the level of 1920 until just prior to the 
beginning of World War II, (4) no wage increase was granted to rail- 
road employes between 1937 and September, 1941, and because of this~ 
lag in the adjustment of railroad wage rates, the operation of the wage 
stabilization program of the government based on January, 1941, nar- 
rowly restricted the adjustment of railroad wages during the war and 
(5) with the continuance of modified wage controls into 1946, the 
disparity thus created between railroad wages and wages in other in- 
dustries has been continued during the post-war period. 


Testimony of Fred N. Aten 


Fred N. Aten, president, Railway Employes’ Department of 
the American Federation of Labor, stated that certain statis- 
tical matters in this case showed a “constantly increasing rate 
of productivity over a period of years.” Investment of capital 
in impovred machinery was only partly responsible for in- 
creased productivity said he. It was worthy of note that the 
cost of new machinery was initially or eventually charged to 
operating expenses, he said. Whenever a new type of machinery 
was put into service, he said it was necessary for the employes 
to develop additional skill to operate such machinery. Lack of 
skill would undoubtedly result in injury to others and damage 
to materials, he said. Referring to the safety factor, he re- 
marked that “in spite of the best cooperative efforts of manage- 
ment and employes, train wrecks still occur, resulting in loss of 
life and enormous property damage . . . safety programs have 
been promoted as long as any of us can remember and they 
have produced really good results, but if the employes them- 
selves were not as safety conscious as they are, those good 
results would be destroyed overnight.’”’ He emphasized the fact 
that shopmen played just as important a role in the mainte- 
nance of safety as did the men who operated the trains. 

Mr. Aten expressed the opinion that improved methods of 
doing work originated more often with the employes rather than 
with management. ‘The employe on a job thinks of a better 
way to do it and speed up production,” he said. He said that 
a high percentage of employes’ suggestions eventually were 
adopted. “Suggestions save money and materials but the idea 
of granting a wage increase to share some of such savings with 


the employes has apparently not yet occurred to management,” 
he said. 


In conclusion, Mr. Aten said: 


These railroad employes are intelligent, industrious and progres- 
sive citizens, They take pride in the industry that employs them. They 
want to see it prosper. They have been suffering from low wages in 
the face of increasing wages in other industries where no skill com- 
parable to theirs is required. They are patient men, but there is a 
point where patience ceases to be a virtue. 





ST. LOUIS TERMINAL LABOR. DISPUTE 


President Truman, July 31, created an emergency board 
under the railway labor act to investigate and report on a 
dispute between the Terminal Railroad Association of St. Louis 
and employes represented by the Brotherhood of Railway and 
Steamship Clerks, Freight Handlers, Express and Station 
Employes. 

The President appointed as members of the emergency 
board Judge Leif Erickson, of Montana; Judge Eugene L. Pad- 
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berg, of Missouri, and Andrew Jackson, labor relations con- 
sultant, of New York City. 


RIVER TERMINAL LABOR DISPUTE 


President Truman has created an emergency board under 
section 10 of the railway labor act to investigate and report 
on a dispute between the River Terminal Railway Co., Cleve- 
land, O., and certain of its employes represented by the Brother- 
hood of Railroad Trainmen. 

Appointed by the President to serve as members of the 
emergency board in the River Terminal dispute were: Frank 
Swacker, of New York City; the Rev. Hugh B. Fouke, of 
Youngstown, O., and Judge Sidney St. Felix Thaxter, of Maine. 


War Department Books 13 Rail 
Units in Preparedness Program 


Major General Edmond H. Leavey, army chief of trans- 
portation, has announced that, in a War Department “affilia- 
tion program” designed to make use of trained and technical 
manpower in “any future emergency,” railroads have signed 
agreements to affiliate thirteen Transportation Corps units, and 
that ‘equally successful and encouraging progress has been 
made in the trucking industry.” 

“In past emergencies we failed to exploit adequately our 
trained, technical manpower,’ General Leavey said. “It is 
our intention that this will not happen again and toward that 
end the Transportation Corps is trying to get industry and labor 
to affiliate Transportation Corps units which can be used in any 
future emergency. The army will thus be able to use advan- 
tageously men already trained in certain specialties in civilian 
life. The affiliation of units is undoubtedly one of the most 
important activities of our civilian components and we should 
all give it our wholehearted cooperation.” 

Units for which agreements have been signed, he said, were: 


(1) Association of American Railroads, Chicago, Headquarters and 
Headquarters Company, First Military Railway Service; (2) A. A. R., 
New York City, Headquarters and Headquarters Company, Second Mili- 
tary Railway Service; (3) A. A. R., Washington, D. C., Headquarters 
and Headquarters Company, Fourth Military Railway Service; (4) Mil- 
waukee Railroad, Minneapolis, 731st Railway Operating Battalion; (5) 
Milwaukee Railroad, Milwaukee, 757th Railway Shop Battalion (steam); 
(6) Illinois Central, Memphis, 715th Railway Operating Battalion; (7) 
Illinois Central, Chicago, 743rd Railway Operating Battalion; (8) the 
Rock Island, Little Rock, Ark., 725th Railway Operating Battalion; (9) 
the Rock Island, Des Moines, Ia., 737th Railway Operating Battalion; 
(10) Missouri Pacific, Little Rock, 759th Railway Operating Battalion; 
(11) Frisco Lines, Springfield, Mo., 750th Railway Operating Battalion; 
(12) Southern Railway System, Atlanta, Ga., 707th Headquarters Rail- 
way Grand Division, and (13) Southern, Birmingham, Ala., 727th Rail- 
way Operating Battalion. 


General Leavey commended the A. A. R. for “the en- 
couraging response received from the railway industry” and 
said the association had sponsored the affiliated agreements for 
the three principal headquarters units and had also acquainted 
member roads with the affiliation program. 

He said the American Trucking Associations, Inc., had 
promised the Transportation Corps its full support of the pro- 
gram and had agreed to affiliate units through its state organi- 
zations. In addition, labor in the trucking indusrty, through the 
International. Teamsters union, had promised the program its 
full support, he said. 


LEGION OF MERIT FOR TRANSPORT OFFICER 


Brigadier General Paul F. Yount, assistant chief of trans- 
portation (operations), has presented the Legion of Merit to 
Lt. Col. William T. Rice, TC reserve, superintendent of the 
Potomac Yards (R. F. & P.), Alexandria, Va., for exceptionally 
meritorious conduct in the performance of outstanding services 
in the African-Middle East Theater, from January 1, 1944, to 
April 15, 1945. As executive officer, and later as commanding 
officer, of the 791st Railway Operating Battalion, Lt. Col. Rice 
was in charge of the operation of the most difficult section of 
the railway line in Iran, according to the citation. Prior to 
entering active duty in April, 1942, as a reserve officer, he was 
a resident of Logansport, Ind. 


MEXICAN IMPORT BAN EFFECTIVE OCT. 15 


Mexico’s import ban has resulted in no definite drop in 
carlot exports from the United States to Mexico, according to 
W. C. Beaman, traffic manager, Texas-Mexican Railway Co. 
Full impact of the ban probably will not be felt until October 
15, he predicted. He said that some items were still crossing 
the border under special permits issued by the Mexican Na- 
tional Import Control Board. October 15 is the deadline for 


delivery of merchandise ordered prior to the announcement of 
the ban, he continued. 
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August 9, 1947 


A. A. R. Car Service Rules Held Not 
Unlawful But Service Inadequate 


Car-service rules published by the Association of American 
Railroads in behalf of rail carriers have been found not shown 
to have been or to be unlawful by the Commission, by a report 
and order in No. 29669, Car Service—Freight Cars. 

The Commission at the same time found the respondent 
railroads as a group had failed to furnish adequate car service, 
to the detriment of the shipping public and that, under the 
provisions of section 1(13) of the interstate commerce act, 
each of the respondent carriers should file with the Commission 
its rules and regulations with respect to car service. The 
carriers were directed to file their rules and regulations on or 
before November 1, and thereafter any changes or amendments. 
Said the Commission: 














If it should later appear that conditions might be improved by a 
modification of, or an addition to, the car service rules as so filed, 
ation by us with that object in view can be taken (1) informally 
through conferences with and suggestions to railroad representatives; 
() by the issuance of a service order or orders ywnder emergency 
powers conferred by section 1, paragraphs (15) and (16) of the act; 
or (3) by the entry of an order, after hearing, as authorized by section 
1(14(a)) of the act. 


The Commission said the proceeding would be held open 
for a time “to facilitate any further action which the instant 
emergency may warrant.” It said it was convinced that much 
rmained to be accomplished in car detention and movement 
in order to reach a “maximum of practicable efficiency.” 

“We believe,” said the Commission, “that such maximum 
ficiency can be obtained by more wholehearted cooperation 
by all concerned so as to bring about prompter loading and 
wloading of cars, and greater expedition in their handling, 
specially within terminal areas. It is, of course, clear that 
while the present exceedingly heavy demand for cars for 
lading continues to exceed the available supply, permanent 
lief from the existing car shortage cannot be had until car 
manufacturers succeed in filling a large part of respondents’ 
ders for new equipment, but in the meantime shippers and 
carriers can help themselves in large measure by the exercise 
of more cooperative efforts.” 

Commissioner Barnard said he concurred in the majority 
decision that the carriers should be required to file their 
tar-service rules with the Commission, but did not think that 
the evidence of delays in the handling of cars and the carriers’ 
failure to furnish cars was sufficient to warrant a finding that 


the railroads as a group had failed to furnish adequate car 
service. 


Commissioner Mitchell Dissents 
Commissioner Mitchell, dissenting, said: 


I cannot approve this report because at the hearing one of the 
Wesiding Commissioners said, and I quote from the record: ‘‘Very 
wncretely, the object of this hearing is to furnish a record on which 
th Commission might arrive at a decision whether or not it should 
frmulate and promulgate car service rules.’’ The parties had a right 
t rely upon that statement, which was not withdrawn or modified 
during the hearing. The report directs the railroads to file their rules, 


Wut that question was not discussed, because the issue was limited as 
stated. 


It seems to me the case should be decided upon the issue tried out 


ly the parties, and not upon other questions on which the parties have 
lot been accorded a full hearing. 


The Commission said that on the basis of evidence adduced 
tthe hearing in this proceeding and in response to information 
td recommendations otherwise received from shipper and 
farrier representatives, and from Commission field agents, “we 
te affording by means of service orders, under our emergency 
lwers, such assistance in respect of freight car relocation and 
tribution as the present emergency demands.” 

The Commission observed that the A. A. R. and the Class 
lrailroads had declared that distribution and utilization of the 
ight car supply lay at the heart of railroad operation. 

“They perceive in the evidence of record,” it continued, ‘no 
factual support for abolition of the present system of private 
hanagement, and substitution of government control, over the 

dling and distribution of freight cars, and no evidence that 
Nore efficient use of the existing car supply would be accom- 

































































plished through the promulgation of car service rules by us. 
They contend that the conditions complained of, if susceptible 
to relief at all by this Commission, can be remedied by our car 
service orders. They think that the promulgation by us of car 
service rules would result in the establishment of a budding 
bureaucracy, at variance with American traditions, and incom- 
patible with the principle of private operation of the railroads.” 


I. C. C.’s Own Investigation 


The Commission noted that the proceeding was an investi- 
gation on its own motion, instituted by order of December 18, 
1946, as modified February 3, 1947, to determine whether car 
service rules, regulations and practices were unreasonable or 
otherwise unlawful; whether freight cars were being wastefully, 
uneconomically or inefficiently used, controlled, supplied, 
moved, exchanged, interchanged, and returned, and whether 
such cars were being unfairly or inequitably distributed among 
shippers. The investigation, it said, was also to determine 
whether railroad common carriers were providing themselves 
with safe and adequate freight cars. It said all common car- 
riers by railroad subject to the act were made respondents. 

Discussing car service rules, the Commission said that 
when the freight car supply was sufficient to meet current de- 
mands, approximately 85 per cent of the units unloaded at 
points not situated on an owning road were handled in accord- 
ance with the car service rules. Compliance with the rules to 
that extent, it said, enabled the carriers to maintain their 
equipment and meet the shipping public’s requirements. At 
such periods; it continued, many of the ‘“15* per cent failures 
to observe the rules” were due to reloading, by consignees, of 
cars they had made empty, and billing of such loads to points 
not in the direction of owning railroads. The Commission 
added: , 


In periods like the present, when the car supply falls short of 
demands, maximum tonnage is handled by permitting cars to be reloaded 
immediately after a load is removed, without regard to ownership of 
cars or destination of shipments. At the present time the car service 
rules to a large extent are suspended and disregarded by both carriers 
and shippers. Generally a consignee receiving a loaded shipment in a 
railroad owned car may now remove the lading and immediately reload 
the car to a point in any direction, whereas, under provisions in the 
car service rules, if it had no load for a destination in the direction 
of the owning railroad it would be expected to release the car and 
hold its out-bound shipment until another car could be furnished. Ship- 
pers have a choice of many routes, direct and indirect, over which to 
forward their shipments, pursuant to tariff provisions, as explained in 
decisions by this Commission. Under the car service rules, if a car 
cannot be loaded to or in the direction of the owning road, it ordi- 
narily retraces the route which the loaded car traveled, even though 
the route be circuitous, unless some arrangement be made, as authorized 
by the rules, for short routing the car to the line of the owner. 


Eastern Car Congestion 


The present practice of largely disregarding the car service 
rules, said the Commission, frequently resulted in the accumu- 
lation of box cars on individual railroads and in districts that 
received more freight tonnage than they originated, particularly 
on rail- lines and in states eastward from Pittsburgh and 
Buffalo. It said that to counteract that tendency, and to cause 
the transfer of such cars with a minimum of service to localities 
that originated more freight than they received, car relocation 
orders had been served on specified carriers, directing that a 
designated number of cars be delivered at named junctions to 
other indicated railroads. Orders of that character pertaining 
‘to box cars for western districts had been issued in the last 
several months by the Commission’s car service division, pur- 
suant to authority conferred by per diem rule 19, and more 
recently by the Commission, through the chairman of the 
A. A. R.’s car service division, who had been appointed Com- 
mission agent. Continuing, the Commission said: 


But up to the time of the hearing herein, the results of such orders 
had fallen considerably short of the hopes and expectations of shippers 
in the central west and northwest. Relocation orders in effect in the 
early part of 1947 did not produce the results desired, due in part to 
adverse weather conditions. Shortly before the hearing, the number 
of box cars ordered moved from eastern lines to western lines was 
increased to 1,200 daily, with privilege of stopping around 110 daily at 
intermediate points in central territory, to be loaded westward. Western 
shippers have suggested 1,500 daily, and have urged a minimum of 
1,200 daily without stops to load at intermediate points. The movement 
of freight tonnage is greater from west to east than in the opposite 
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direction, and considerable west-bound empty mileage is necessary to 
afford western shippers a supply of box cars based on units owned 
by railroads serving those areas, no matter whether the cars be handled 
under general car service rules or under special orders. 

On March 1, 1947, box cars were scattered to such an extent that 
Class I railroads had on their rails but 16.4 per cent of the units owned. 
If the association or the Commission should now enter an order requir- 
ing rigid observance of the car service rules, carriers would be obliged 
to immediately start cars rolling in the direction of the owning roads, 
loaded or empty, and, due to cross hauling over direct and indirect 
routes of empty cars, when loads in the direction of the home road 
were not available, the aggregate volume of traffic handled might be 
materially reduced. In instances where carriers have provided them- 
selves with a particular type of car for the tonnage they originate, 
and which terminate but small quantities of interline freight carried in 
that class of equipment, the association by special orders, has some- 
times directed that such cars be returned to the home line immediately 
after being unloaded. An example is the open-top cars of certain 
coal carriers which now are the subject of outstanding orders. Similar 
orders, in addition to the aforementioned car: relocation orders, could 
be entered with respect to box cars, purchased by railroads like the 
Great Northern, Northern Pacific, and the Minneapolis & St. Louis, 
and constructed primarily for the carrying of grain and grain products. 
Many of the box cars now being moved to the northwest and central 
west under car relocation orders, while usable for rough freight, are 
not suitable for commodities like flour, without coopering, cleaning, and 
lining, which require time, and result in car delays. 


Regional Appeals for Cars 


The Commission said much of the proceeding’s evidence 
pertained to the car supply and distribution. It said districts 
presenting the most urgent appeals for additional cars were 
(1) the northwest, particularly Minnesota, Montana, North 
Dakota, South Dakota, and (2) the central west, especially 
Kansas, Nebraska, Colorado, Iowa, Missouri, and Illinois, where 
country elevators were generally filled to or near working 
capacity with grain that could not be shipped for lack of 
carrying equipment, and where, because many country ele- 
vators were unable to receive proffered grain, large quantities 
of the 1946 crops remained on farms. It said the need for 
cars in the middle west had been so urgent in recent months 
to move corn having moisture content, and to transport wheat, 
that open-top cars had been used extensively. Corn also had 
been transported in livestock cars, it said. 


Oo. D. T. Request 


The Commission said the Office of Defense Transportation 
asked it to find that the respondents had failed to furnish ade- 
quate car service; had failed to establish and enforce just and 
reasonable rules and regulations pertaining thereto; that estab- 
lishment by respondents of reasonable rules and practices would 
promote a more adequate car supply in the interest of the 
public; and that failure of the carriers to furnish adequate 
car service and to establish and enforce reasonable rules con- 
travened section 1(11) of the act and was unlawful. 

The O. D. T. did not recommend, said the Commission, 
that the I. C. C. formulate and establish car service rules, as 
authorized by section 1 (14) (a) of the act. It said O. D. T. 
advocated rigid observance by the carriers of their car service 
rules, but opposed the entry of a service order under section 
1(15) of the act, requiring such observance, because that statu- 
tory provision related to emergency conditions, and not to 
periods when the car supply equaled the demand. It said 
QO. D. T. also was opposed to entry of an order directing the 
carriers to incorporate their car service rules in their tariff 
schedules. Continuing its presentation of the O. D. T. position, 
the Commission said: 


O. D. T. suggests that each railroad be required to file its rules 
respecting car service with the director of the Commission’s Bureau of 
Service, and that, after hearing, these rules, with such modifications 
as we require, by order, be made obligatory upon each respondent, 
with the understanding that if any carrier fails to file its proposed 
rules, the director of the Bureau of Service will prepare rules which, 
after hearing, by order shall be prescribed for future application. It 
contends that any carrier failing to comply with rules so prescribed 
would be subject to the penalties named in section 1(17)(a) of the act. 


TEMPORARY WATER AUTHORITY 


By an order in W-813, Sub. 1, Harold J. Neuman Temporary 
Authority, the Commission, division 4, has authorized operation 
by Harold J. Neuman, doing business as Neuman Boat Line, 
Sandusky, O., until and including January 23, 1948, by self- 
propelled vessels in the transportation of commodities gener- 
ally between Sandusky, O., on the one hand, and, on the other, 
Kelleys, Middle Bass, Put-in-Bay, and North Bass Islands, O. 


ARROW MARINE FORWARDERS 


The Commission, division 4, by a permit and order in 
FF-164, Arrow Marine Forwarders Freight Forwarder Appli- 
cation, effective September 5, has authorized Marshall E. Green 
and Joseph Henry Wolf, proposing to do business as Arrow 


————— 
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Marine Forwarders, Los Angeles, Calif., to operate as a freight 
forwarder of commodities generally, over routes embracing 
common carriers by water through the Panama Canal, from 
points in 14 states to points in Arizona, California, Nevada, 
Oregon, and Washington. 


Freight Car Per Diem to Be $2 
for 6 Months Beginning Oct. 1 


With four of its members dissenting, the Commission, in 
a report in No. 29670, Increased Per Diem Charge on Freight 
Cars, has found that, effective October 1, 1947, and for a period 
of six months thereafter, a per diem charge of $2 to be paid 
to the railroad-owners for each freight car (except tank and 
refrigerator cars) by the railroads using them “will promote 
greater efficiency in the use and increase the supply of cars” 
and that such increased charge will be reasonable. 

An order attached to the report effectuated the Commis- 
sion’s finding and provided for expiration of its provisions “at 
11:59 p. m., March 31, 1948, unless otherwise modified, changed, 
suspended or annulled by order of this Commission.” 

At the time the report was issued, August 6, member roads 
of the Association of American Railroads were voting on a 
recommendation of the A. A. R. board of directors that the daily 
freight car rental (per diem) be increased, from the present 
rate of $1.25 a car, to $1.50 a car (see Traffic World, Aug. 2, 
p. 360). : 

After noting that the proceeding in No. 29670 was an 
investigation instituted by it on its own motion December 18, 
1946, to determine whether increasing the per diem charge on 
freight cars would promote greater efficiency in the use and 
increase the supply of cars, the Commission listed the parties 
that had presented evidence in the case and observed that coun- 
sel for the A. A. R. had moved to dismiss the proceeding “upon 
the ground that the interstate commerce act does not authorize 
the Commission to prescribe a per diem charge which contains 
any element of penalty.” 


Overruling of Motion to Dismiss 

In discussion of the dismissal motion, the Commission cited 
section (1)14 of the act, containing provisions for establishment 
by its of car service rules and of compensation for use of freight 
cars, together with ‘‘penalties or other sanctions’ for non- 
observance of such rules, etc. It said the A. A: R. argued that 
the Commission’s authority was limited to the terms of com- 
pensation for use of cars and did not embrace a per diem charge 
that had any element of penalty. 

“The compensation to be paid,” said the Commission, “is 
merely incidental to and a part of the reasonable rules, regula- 
tions, and practices with respect to car service which the Com- 
mission is authorized to prescribe, and the statute expressly 
provides for penalties and sanctions for non-observance of these 
rules. Furthermore in determining reasonable ‘compensation’ 
we may consider loss of profits, as well as the cost of owner- 
ship.” 

The Commission quoted an excerpt from a dissenting opin- 
ion written by Justice Stone and concurred in by Jutsices 
Holmes and Brandeis in Chicago, Rock Island & Pacific vs. 
United States, 284 U. S. 80, in which the Supreme Court sus- 
tained all but one paragraph of the Commission’s order in Rules 
for Car-Hire Settlement, 160 I. C. C. 369, 165 I. C. C. 495. The 
quoted excerpt contained a statement that “there is nothing 
in the Fifth Amendment to preclude the Commission, in appor- 
tioning car-hire costs, from giving consideration to the opera- 
tion of the per diem charges as a penalty for the detention 
of cars.” 

“We believe,” said the Commission, “the statute contem- 
plates that a per diem charge for the use of freight cars may 
be used as an instrument of regulation to control the prompt 
movement and return of cars. Furthermore in times of car 
shortage reasonable compensation for the use of a car may be 
greater than in periods of car surplusage. The motion to dis- 
miss is overruled.” 


Reports on Car Delays 


Taking up information it had obtained through car-delay 
investigations made by I. C. C. service agents at many repre- 
sentative points throughout the country up to approximately 
May 12, 1947, the Commission said that of a total of 259 reports 
it received, 54, or “only about 20.8 per cent,” were criticized 
by the A. A. R. as involving circumstances indicating that the 
delays reported were unavoidable. 


Examples of delays shown by the reports were cited by 
the Commission, including delays of 1 to 19 days by the New 
Haven at Boston, 3 to 12 days by the New York Central at 
Weehawken, N. J., 7 to 17 days by the Wabash at Oakland 
Park, Ill., 6 to 27 days by the Union Pacific at Reith, Ore., and 
2 to 12 days by the Southern Pacific at Los Angeles. 
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The Commission said that 354 of the 673 service orders 
it had issued from January 30, 1942, to May 19, 1947, required 
railroads to unload cars, and added, in the course of further 
discussion, that “if the carriers had exercised their right to 
unload these cars such cars would have been released sooner 
and would have been available for loading.” 

It noted that a per diem charge of $1 had been in effect 
from November 1, 1920, to January 31, 1945; that it had been 
increased to $1.15 a car on February 1, 1945, and, on June 1, 
1947, to $1.25. 

Reference to Pending Complaints 


The Commission made mention, also, of a complaint by 
certain short lines alleging unreasonableness of per diem rates 
in excess of 95 cents per car, and a complaint of six western 
roads alleging that the per diem rental of $1.15 in effect when 
the complaint was filed was unjust, unreasonable, inadequate 
and noncompensatory. It said the latter complaint showed that 
the railroads that filed it regarded the present per diem charge 
as being less than reasonable. 

“The present car shortage,” said the Commission, “is the 
result of postwar demands upon an inadequate and war-de- 
pleted car supply. At the time of the hearing in this investiga- 
tion, May, 1947, the shortage, insofar as it applied to box cars, 
was somewhat less than it had been in the previous months of 
1947, but this condition was recognized to be temporary and 
the shortage of box cars was expected to again become acute 
as soon as the 1947 grain crop began to move... .” 

Results of efforts of railroads and shippers to make more 
efficient use of freight cars were then discussed by the Commis- 
sion, and reductions in turn-around time and increases in load- 
ing were noted, among other things. 

“One means of reducing empty car mileage,” said the 
Commission, “is to forward cars to the territory where needed 
by the most direct route instead of returning them over the 
route of movement. .. . In instances where the empty car moves 
over a railroad which has not participated in the loaded move- 
ment of that car, there is no waiver of per diem. At Chicago 
and St. Louis a large number of cars have been short routed 
to owners at a substantial saving in empty car mileage. The 
result is that a railroad often bears the expense of transporting 
an empty car and at the same time pays the per diem charge 
on such car without receiving any revenue from that particular 
Pe . 2. 

“Respondents deem it impracticable to devise and apply 
any system of per diem penalties which would distinguish be- 
tween cases of delinquent handling of cars and cases where 
efficiency is attained. No practical code of rules was. proposed 
by any party which would distinguish between instances of 
avoidable delay and instances of unavoidable delay in the 
handling of cars.” 
























































Average Revenue Per Car 


After stating that the average freight revenue per freight 
car day (serviceable) loaded and empty for’all Class I rail- 
roads had been $9.33 in 1945 and $8.47 in 1946, and after citing 
car revenue data of the Great Northern, the Burlington and 
the Santa Fe for those years, the Commission said the figures 
cited indicated that the average gross freight revenue per- 
freight car day (serviceable) was considerably in excess of $2 
per day, and that the average net railway operating income 
assignable to freight service per freight car day (serviceable) 
loaded and empty exceeded $2.00 on the Great Northern in 
1945 and 1946. (Those net operating income figures for 1946 
were shown as $2.12 for the Great Northern, $1.80 for the 
Burlington and $1.58 for the Santa Fe.) 

The Commission said the short lines comprising the Ameri- 
can Short Line Railroad Association contended that they were 
already burdened with costs, including per diem, to the extent 
where their ability to continue operation might be impaired; 
that a “penalty per diem charge” would not result in a net 
Saving of car-days, and that concentration of cars for heavy 
seasonal movements would be impaired by such charge. 

“It should be pointed out,” said the Commission, “that 
there are about 175 so-called apportionment agreements be- 
tween short lines and their connections, which provide for 
quarter days of free time up to a maximum of two days, which 
Is a reclaim period for the short lines. When a short line acts 
as a terminal switching line it is entitled to a switching reclaim. 
Any increase in the per diem rate would be borne by the short 
lines to the extent that they now pay per diem. Data showing 
the mounts actually paid by the short lines in per diem charges 
are not available in the record.” 


Car Ownership and Use 
Continuing, the Commission said, in part: 




































Some railroads own few cars in relation to the cars which they use 
and thus the amount which they pay in the form of per diem charges 
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greatly exceeds the amount which they receive. On the other hand, 
some railroads own a great many more cars in relation to the cars 
which they use and, therefore, the amount which they receive in the 
form of per diem charges greatly exceeds the amount which they 
ee 
The witness for the Pennsylvania . . . placed in the record a state- 
ment of the car ownership formula adopted by . . . eastern railroads. 
It is that each railroad should own sufficient freight equipment by 
proper classes to protect the anticipated peak load that will originate 
on its line, with due regard to the short line roads and the terminal 
line roads who are dependent upon them for car supply, and taking 
into consideration foreign cars released on its line that can be reloaded 
in accordance with the car service rules... . 

Railroads (Class I) in the eastern district on January 1, 1941, had 
on line 106.3 per cent of their total ownership, and... on May 1, 1947, 
they had on line 110.1 per cent of their total ownership. 

The semi-monthly report of the car service division dated March 
1, 1947, shows that there are 113 Class I railroads with an ownership 
of 1,738,302 per diem freight cars. Twenty-eight of those lines, com- 
prising slightly less than 25 per cent of the group, had a combined 
ownership of 1,426,724 cars, about 82 per cent of the group total. The 
remaining 85 railroads, representing about 75 per cent of the group, 
owned only 18 per cent of the total cars, In respect to percentage of 
cars on line to ownership the 85 railroads (owning 18 per cent of the 
cars) reported an average percentage of 113.7 per cent of cars on line 
to ownership. However, there were marked fluctuations as to indi- 
vidual lines. la: 


Penalties Under Existing Rules 


The Commission referred to penalties provided in the pres- 
ent per diem rules, including penalties under Rule 1 for delays 
in reporting per diem to the car owner, and a penalty under 
Rule 15 requiring a railroad to pay double per diem if it failed 
to accept its own cars at a point of interchange. In the last 
paragraph preceding its finding, it said: 


In 1902, when the per diem rules first came into operation, there 
was a provision for an 80-cent surcharge (later changed to 75 cents) 
which applied in case an owner demanded of another road that such 
other road should dispossess itself of a car belonging to the former 
which had been on the latter road for a period of 20 days. If the car 
was not sent off line within the next 10 days, the penalty applied. The 
regular per diem at that time was 20 cents (later changed to 25 cents) 
so that the total charge with the penalty added was $1 per day. This 
penalty was later eliminated from the rules. 


Mahaffie Approves “Experiment” 


Commissionetr Mahaffie, in a concurring expression, said 
he wanted somewhat to amplify the grounds on which, as he 
viewed it, the order increasing the per diem was justified. He 
said a severe car shortage was threatened; that failure of essen- 
tial transportation, especially if widespread and prolonged, 
might mean disaster to the country as a whole, and that, “in 
view of these facts, any scheme that promises even a small 
measure of relief should have sympathetic consideration.” He 
said it was on this theory he was willing to try increasing per 
diem on a temporary basis, though per diem charges “offer, of 
course, no complete cure.” 

“Increases in per diem are likely to augment the earnings 
of lines already opulent and shrink those of lines facing finan- 
cial trouble,” he said. “It is possible that an increase in per 
diem may so speed up movement as to mitigate this latter diffi- 
culty. Unless this does result, the experiment will fail. On the 
whole, I have reached the conclusion that the plan has enough 
promise of benefit to make it, under present circumstances, 
worth trying.” 


Views of Dissenters 


Commissioner Miller, in a dissenting view in which he was 
joined by Commissioner Barnard, said the record afforded no 
basis for increasing the present per diem charge for general 
application, and that such application of the increased charge 
would bring about undesirable results; that it would deplete 
the revenues of carriers referred to as debit per diem lines, and 
increase revenues of credit per diem lines, and that a sub- 
stantial increase in the per diem charge designed to apply to 
specific situations where cars were being unduly and unreason- 
ably delayed would promote greater efficiency in car use and 
greater supply. He said the Commission has authority to im- 
pose such increases by means of service orders, and that it 
should “discontinue this proceeding without prejudice to the 
issuance of service orders as situations may demand.” 

Commissioner Patterson, dissenting, said section 1(14) au- 
thorized the Commission to prescribe “penalties or sanctions 
for non-observance of such rules, regulations or practices as we 
may establish with respect to car service.” 

“We have not established any such rules, regulations, or 
practices,” he said. “Manifestly we must before we can pre- 
scribe penalties or sanctions for their non-observance. When 
we do fix such penalties or sanctions in the form of money pay- 
ments they should be paid into the United States Treasury and 
not into the treasuries of the railroads. .. . The majority also 
find that the increased per diem rate . . . will promote greater 
efficiency in the use and increase the supply of cars. Just how 
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these results will be accomplished they do not say. Neither 
their report nor the record affords any support for such a find- 
ing. Past railroad experience indicates the contrary.” 

‘ Commissioner Mitchell wrote his dissenting views as fol- 
ows: 


I can not go with the findings of the majority because I am con- 
vinced that the Commission is without authority to require any increase 
in per diem charges, as does this report, solely as a penalty, and also 
because in my opinion the specific amount fixed is without support in 
the record. As I read the various provisions of the act dealing with 
our powers in this respect, the authority conferred upon this Com- 
mission having to do with per diem is restricted to the fixation of 
charges therefor as compensation, not as a penalty. And such authority 
can be exercised only after hearing and on a record embodying some 
evidence upon the level of the charges. I can find no such evidence 
upon this record. 


Publication of Minimum Charge 
Grouping Revision Permitted 


By a report and order on further consideration in No. 
21373, Commonwealth of Kentucky et al. vs. Ahnapee & West- 
ern Railway Co. et al. ,and related cases, the Commission has 
acted on a petition of carriers in Official, Southern and Illinois 
Freight Association Territories for modification of outstanding 
orders in three of these rate proceedings to permit revision 
of minimum charge grouping (see Traffic World, July 12, p. 
110). 

The Commission modified the orders heretofore entered 
in the instant proceedings insofar as they required observance 
of rates within Official Territory to or from certain border 
points as minima on interterritorial traffic between Official 
and Southern Territories, so as to permit the publication of 
revised bases of minimum rates on statutory notice, such rates 
to be subject to protest and possible suspension. 

“It should be understood,” said the Commission, ‘‘that this 
action of rates which the carriers desire to establish as mini- 
ma, but merely permits those bases to be filed in tariff form 
on statutory notice, subject to protest and possible suspen- 
sion.” 

The embraced proceedings were No. 21373, Sub. 1, Frank- 
fort Chamber of Commerce vs. Ahnapee & Western Railway 
Co. et al.; No. 21665, North Carolina Corporation Commission 
vs. Akron, Canton & Youngstown Railway Co. et al.; No. 21665, 
Sub. 1, Southside Virginia Just Freight Rate Association vs. 
Atlantic Coast Line Railroad Co. et al.; and No. 26488, East 
Tennessee Border Traffic Association vs. Akron, Canton & 
Youngstown Railway Co. et al. 

The Commission said that when single-factor class rates 
were first established between Official and Southern Terri- 
tories in 1928, pursuant to its findings in’ the Southern Class 
Rate Investigation, 100 I. C. C. 513, 109 I. C. C. 300, 113 I. C. C. 
200, and 128 I. C. C. 567, they were governed by the Southern 
Classification. It said that in order to avoid violations of the 
long-and-short-haul clause of the fourth section of the inter- 
state commerce act on commodities that were rated higher in 
the Official than in the Southern Classification, the carriers 
were authorized to observe the Official Territory rates to and 
from border points as minima on interterritorial traffic. 

There were many border points through which interterri- 
torial traffic might move, and the rates between the several 
border points and any given point in Official Territory fre- 
quently were different, depending on the location of the point 
in Official Territory, said the Commission. Therefore, it added, 
in availing themselves of the authorization it was not possible 
for the carriers merely to provide in their tariffs that the mini- 
mum rate would be the rate governed by the Official Classifi- 
cation to or from the gateway through which the shipment 
moved, as that would have resulted in different rates via dif- 
ferent gateways. It said that accordingly, to obtain definite- 
ness a undniformity in the application of the minimum rates, 
the carriers provided by a series of tariff groupings that the 
minimum rate between each station in the south and each sta- 
tion in the north would be the Official Territory rate to or 
from a specified gateway. 

When tariffs to effect this arrangement were filed they 
were suspended, but the suspended schedules were later with- 
drawn and the proceeding was discontinued, except with rates 
on hay and straw, said the Commission. With respect to those 
commodities, it said, the proposed minimum-rate provisions 
were found justified, with some relatively minor modifications. 
It cited Minimum Rates on Hay and Straw, 152 I. C. C. 355. 

The Commission said the proceedings. to which the instant 
report related were docketed as a result of complaints by ship- 
ping interests in Virginia, North Carolina, Kentucky, and Ten- 
nessee that class rates between those states, on the one hand, 
and Official Territory, on the other, were unreasonably high. 
It said the complaints were sustained in part, and reduced 
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class-rate scales were prescribed subject to the border-point 
minimum-rate provisions as then published in the tariffs, with 
again some relatively minor modifications. The Commission 
added: 


Notwithstanding the approval in these proceedings of certain rates 
for observance as minima, they have not been generally satisfactory to 
shippers or carriers. Their chief defect is that in some cases the rates 
to or from certain gateways are observed as minima although the 
traffic normally muves through other gateways with the result that 
the rates set up as minima are sometimes higher than reasonably 
necessery to clear the tourth section. Recognizing this to be true, and 
with a view to improving the situation, the carriers recently formulated 
new groupings of origins and destinations with reference to the several 
gateways. Although these new bases would usually result in reductions 
in minimum rates, it was found that in certain instances there would 
be increases, and hence publication of the revised bases in tariff form 
would violate the outstanding orders in the several border class-rate 
proceedings with which this report deals. The carriers accordingly 
filed a petition asking that these orders be to that extent modified. 
The proceedings have been reopened for further consideration. . 


The Commission quoted the carriers’ petition as reciting: 

The proposed revision in minimum charge grouping in Southern 
Territory including the change in the minimum charge gateways or 
hold points under the proposed adjustment will in more than 95 per 
cent of the cases result in either no change or reductions. A small 
portion of increases will result, those being particularly from the west- 
ern Pennsylvania area, such as Erie ani Johnsonburg, Pa., to points in 
Southern Territory, now subject to the Brookneal, Va., minimum charge 
hold point, the minimum charge point to that territory having been 
changed to Meherrin, Va. 


The Commission said no objections to the granting of the 
petition had been received, except from the Lynchburg (Va.) 
Traffic Bureau. That organization, it said, expressed no pref- 
erence as between the present bases for minimum rates and 
those now proposed by the carriers, but merely reiterated the 
position it had consistently taken on this general question in 
the past, namely, that fourth-section departures resulting from 
the maintenance of higher rates in Official Territory than in- 
terterritorially should be avoided by observing the interterri- 
torial rate as a maximum to and from border points rather 
than by observing the Official Territory rate to or from the 
border as a minimum on interterritorial traffic. 


I. C. C. Holds It Has Power 
to Fix Tank Car Rental 


A finding that the Commission has jurisdiction, under sec- 
tion 1(14)(a) of the interstate commerce act, to determine the 
compensation to be paid by rail carriers for the use of freight 
cars owned by non-shippers, has been made by the Commission, 
division 3, in a report in No. 29542, Keith Railway Equipment 
Co. vs. Association of American Railroads et al. 

This proceeding, the division said, was the result of a 
complaint, filed at the direction of the federal court for the 
northern district of Illinois, eastern division, to obtain a ruling 
respecting the proper rental chargeable to the use by rail 
carriers of tank cars owned by non-shippers, and a challenge 
by complainant of the Commission’s jurisdiction. The report 
said complainant, by an amended complaint filed in the court, 
dated March 8, 1945, alleged that the mileage rate paid by 
rail carriers, members of the A. A. R., for the use of certain 
types of its tank cars while in service on their lines, except 
service intrastate in California, Nebraska, and Texas, was re- 
duced, over its protest, from 1.5 cents to 1.25 cents, effective 
as of August 15, 1943, in violation of sections 1 and 7 of the 
Sherman act, and section 4 of the Clayton act (15 U. S. C. A, 
sections 1, 7, and 15); that the reduction was made by an 
amendment to a per diem rule established by the A. A. R. and 
its members; and that the defendant carriers paid complainant, 
as compensation for the use of such cars from August 15, 1943, 
to December 31, 1944, $79,364.23 less than would have accrued 
at a mileage rate of 1.5 cents. The report said the latter rate 
was restored November 1, 1945. It added that an award of 
treble damages was sought, 

The court, said the report, after considering motions by 
defendants to dismiss the complaint or to stay the proceeding 
pending a determination by the Commission of the administra- 
tive question involved, declared, in a memorandum March 11, 
1946, said the report, that the case “must be referred to the 
Commission” for a finding respecting the proper rental charge- 
able for tank cars furnished by non-shippers, and, by order 
entered on that date, it denied the motions to dismiss, granted 
defendants’ motions to stay the proceedings, and directed that 
complainant proceed to obtain a ruling respecting the rental 
chargeable for its tank cars in the period under consideration. 
Thereafter, said the report, complainant filed with it (the Com- 
mission), on June 3, 1946, a complaint, accompanied by docu- 
ments containing a history of the proceedings in federal court, 
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and prayed that the Commission enter such orders within its 
competency and jurisdiction as would be appropriate. 

At the hearing and on brief, the report said, complainant 
challenged the Commission’s jurisdiction to determine the rea- 
sonableness of a mileage rate to be applied to its tank cars 
when in service on the line of the defendant railroads. It said 
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ics a complainant was not a shipper of liquids in tank cars, and it 
e rates # contended that the Commission’s authority to determine the 
gh the § Jawfulness of mileage rates to be paid by the railroads for the 
ole use of private cars was confined to units. owned by shippers. 
sonably 







The report said the Pioneer Equipment Co., a non-shipper owner 
of private tank cars, intervened for the purpose of urging 
that the Commission was without authority to entertain the 
complaint. 
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- would “The Commission’s authority to determine the compensation 
ff form § to be paid by rail carriers for the use of cars owned by non- 
ass-rate shippers is conferred by section 1(14) of the interstate com- 
wine, merce act, as amended September 18, 1940,” said the report, 
om adding: 4 

sas Prior to that period the Commission declared on April 27, 1939, in 
citing: a report by division 2, in Refrigerator Car Mileage Allowances, 232 
outhern § IL C. C. 276, that it had power under section 15 (13) of the act to fix 
yvays or § allowances to be paid shippers for the use of their cars, since such 
95 per § allowances might operate to reduce the charges paid for transporta- 
\ small — tion, but that, for reasons stated in the report, at pages 278-279, it was 
e west- | without jurisdiction to prescribe the amounts to be paid by railroads 
oints in | to non-shippers for the use of cars furnished by them directly to the 
| charge § railroads. 

ig been A few months later the committee on interstate and foreign com- 
merce of the House of Representatives of the United States proposed 
to amend section 1(14) of the act, by inserting therein after the words 
of the § “not owned by the carrier using it,’’ the following: ‘‘(and whether or 
- (Va.) J not owned by another carrier).’’ The committee explained on page 11 
0 pref- of its accompanying report No. 1217, dated July 18, 1939, that this pro- 
es and § posal amends section 1(14) of the act so as to make it clear that the 
Commission’s jurisdiction with respect to car service and the com- 
‘ed the pensation to be paid for the use of any car not owned by the carrier 
tion in § using it includes a car of private as well as of carrier ownership. The 
g from § suggested amendment passed the House on July 26, 1939. Subsequently, 
1an in- — a conference committee of the Senate and the House of Representa- 
rterri- §f tives, in its report No. 2016, at page 60, dated April 26, 1940, approved 
rather § the aforementioned House amendment and restated its purpose. The con- 
ference committee also proposed to further amend section 1(14)(a) by 
om the inserting therein after the words ‘‘compensation to be paid’’ the, words 
“and other terms of any contract, agreement, or arrangement,’’ so as 
to give the Commission increased authority as to the terms of any 
contract, agreement, or arrangement for the use of any locomotive, 
car, or other vehicle. The two suggested amendments were later en- 
acted. The revised paragraph now in effect reads as follows, the new 

matter being in bold face: 
(14)(a) The Commission may, after hearing, on a complaint or upon 
its own initiative without complaint, establish reasonable rules, regu- 
ler S€C- § jations, and practices with respect to car service by common carrier 
ine the § by railroad subject to this part, including the compensation to be paid 
freight — and other terms of any contract, agreement, or arrangement for the 
nission, § use of any locomotive, car, .or other vehicle not owned by the carrier 
1ipment using it (and whether or not owned by another carrier), and the penal- 
ties or other sanctions for non-observance of such rules, regulations, 

It of a or practices. 
for the The report said when the A. A. R. revised per diem rule 
. ruling § 18 by reducing from 1.5 to 1.25 cents the mileage rate on tank 
by rail § cars utilized in the transportation of petroleum products, com- 
allenge § plainant notified rail carriers that its agreement to abide by 
report § the rule was being canceled, and demanded that it be paid 
e court, § 15 cents a mile for the use of its cars, but on being informed 
oaid by § by another owner of private cars that the tank cars in question’ 
certain § might be assigned to short-haul and less profitable traffic, at 
except § the direction of a government war agency, or be removed 

was re- § entirely from railroad service, complainant withdrew its can. 

ffective § cellation notice. The report said the reduction in the mileage 
of the J rate to 1.25 cents was made after a study by the A. A. R. of 

3. C. A. § data, obtained from replies to a questionnaire which the A. A. R. 

- by an had addressed to private car companies, respecting the cost 

_R. and § of owning and maintaining tank cars and the amounts earned 

lainant, § by such cars while in service in 1942 on the lines of rail carriers. 

5, me It said the mileage rate of 1.5 cents was restored, effective 
accrue November 1, 1945, when it appeared to carrier representatives 

ter - that transportation conditions affecting the movement of petro- 

ward of # leum products were rapidly returning to normal. 

. The report said the proceeding would be assigned for fur- 

ions by : , L 

ceeding aa hearing with regard to the reasonableness of the assailed 

ninistra- leage rate. 

arch 11, eet ee Coe ee ee 

1 to the EMERY MOTOR PERMIT ORDERED ISSUED 
charge- The Commission, division 5, by an order in MC 9685, Sub. 

yy order § 11, Emery Transportation Co. Extension—Salt, has ordered that 
granted § 4 motor-carrier permit previously authorized in this proceeding 

ted that § be issued “forthwith” (see Traffic World, August 2, p. 355). 

e rental ,.. At the Commission’s offices it was said the action was 

leration. unusual” and a result of the filing by Emery Transportation 

he Com- 0., Chicago, in a District of Columbia court, of a complaint 
yy docu- § lor mandamus. The complaint had alleged that the Commis- 






al court, 
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sion refused to issue Emery a permit for transporting salt 
over certain routes in nine states even though no exceptions 
had been taken to an examiner’s report and recommended order 
and the order had become that of the Commission. 

It was also said at the Commission’s offices that it was 
expected Emery Transportation Co. would file in court a 
motion for dismissal of its complaint. 


I. C. C. Issues Order Complying with 
High Court's Mechling Decision 


The Commission has issued an order in I. and S. No. 4718, 
Grain Proportionals Ex-Barge to Official Territory, in compli- 
ance with an opinion of the Supreme Court of the United States 
in No. 72, Interstate Commerce Commission, Appellant, vs. 
A. L. Mechling, Inland Waterways Corporation, the Secretary 
of Agriculture, and the United States of America (see Traffic 
World, April 5, p. 1101). 

The Supreme Court had affirmed the judgment of the fed- 
eral district court for the northern Illinois district, by which a 
Commission order calling for establishment of proportional 
rates on ex-barge grain from Chicago to the east somewhat 
higher than the corresponding rates on ex-rail or ex-lake grain 
from Chicago to eastern destinations was set aside. 

The Commission, in compliance with the high court opinion, 
rescinded its report and order of February 13, 1945, in I. and S. 
No. 4718, in so far as they permitted the filing by respondents 
of new schedules in conformity with the findings of the report. 
It also directed the respondents to cease and desist, on or be- 
fore October 7, and thereafter to abstain from charging; de- 
manding, or collecting, based on the conditions and circum- 
stances recited in the report of February 13, 1945: 


(a) A rate for railroad services in transporting east from Chicago 
grain that has arrived there by barge to any destination in Official 
Territory that is higher than the rate that contemporaneously exacted 
in any form or under any guise for railroad service in transporting 
east from Chicago to the same destination in Official Territory like 
ex-rail grain from the same origin west of Chicago; or 

(b) A rate for transporting ex-barge grain east from Chicago to 
any destination in Official Territory that is higher than the rate con- 
temporaneously exacted in any form or under any guise for rail 
transportation east from Chicago to the same destination in Official 
Territory of like ex-rail or like ex-lake grain. 


Alexander R. R. Co. Stock Issue for 
Purchase of N. C. Line Approved 


Alexander Railroad Co. has been authorized by the Com- 
mission, division 4, to issue $100,000 capital stock; consisting 
of 10,000 shares of a par value of $10 a share for financing the 
purchase of an 18.5-mile line of railroad in Iredell and Alex- 
ander counties, N. C., formerly owned by the Southern railway. 
The Commission action was by a report and order in Finance 
No. 15658, Alexander Railroad Co. Stock. 

The issue would also be for the purchase of equipment and 
for organization expenses and working capital, said the division. 
The order provided that none of the stock would be issued until 
the applicant had recalled for cancellation outstanding capital 
stock issued without authority and would file with the Com- 
mission an appropriate attested amendment to its certificate 
of incorporation authorizing certain authorized changes. 

A general balance sheet of the applicant, for 1946, said the 
division, suggested, and counsel for the applicant, it said, ad- 
mitted, that the certificates for the considered shares of stock 
were executed by company officers and delivered to the stock- 
holders without first obtaining authorization from the Com- 
mission for the issue thereof. 

The division said the applicant had applied for authority 
to issue $100,000 of capital stock consisting of 100,000 shares 
of a par value of $1 a share. 

“We are unable to find that the proposed issue of stock of 
the par value of $1 a share is compatible with the public in- 
terest,” said the division. “The possibility of misleading the 
unwary is too great where shares representing so little invest- 
ment or so little in the way of assets are authorized. We are 
of the opinion, however, that we should approve the issue of 
stock in the total amount applied for, provided that the par 
value of each share be fixed at $10 and the number of shares 
be limited to 10,000.” 

Purchase and operation of the line was authorized, said the 
division, by its certificate of January 10, 1946, in Alexander R. 
Co. Acquisition and Operation, 261 I. C. C. 813. It said the 
purchase price was given as $50,350, which represented its 
salvage value. It said the road proposed to purchase equipment 


and provide for other expenses and working capital aggregating 
$49,650. 
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i Commissioner Miller, dissenting, said he would authorize 
issuance of $100,000 capital stock consisting of 100,000 shares 
of a par value of $1 a share, as requested by the applicant. 


Motor Routing Over Higher-Rated 
Route Found Unreasonable 


By a report and order closing the proceedings in MC C-499, 
Eastern Aircraft-Trenton Division of General Motors Corpora- 
tion vs. Fred Olson & Son Motor Service Co., et al., embracing 
MC C-499, Sub. 1, Same vs. Same, the Commission, division 2, 
has found an unreasonable practice failure of the defendant, ini- 
tial motor common carrier, to follow route designated on bills of 
lading, over which lowest joint rate applied on shipments of mill- 
ing machines and machinery parts, from Milwaukee, Wis., to 
West Trenton, N. J. The division observed that, under part II 
of the interstate commerce act, the Commission might not award 
reparation and the proceedings would be closed. 

The report said the complainant had purchased the machines 
in behalf of Defense Plant Corporation from Kearney & Trecker 
Corporation, arranged for their transportation, and prepared 
government bills of lading. It said one shipment was delivered to 
Motor Cargo, Inc., and one to Roadway Express, Inc., after 
Cooper-Jarrett, over whose lines the bills of lading showed the 
shipments were to move. 

The division found, that, since Olson had diverted the ship- 
ments because of refusal of the connecting carrier to accept the 
shipment because of lack of suitable equipment, Olson aban- 
doned the protection against misrouting it would have had had 
the diversion been accomplished to comply with general order 
O. D. T. No. 3 or emergency order M-L. 

As to alleged violation of section 216(c), the report said 
Olson knew the complaint was the shippér, because it exercised 
control over the shipments, and should have obtained further 
instructions from the complainant. The duty was not discharged, 
it said, by a telephone call to Kearney & Trecker, nor did ad- 
vice from the latter that the merchandise was government ma- 


terial and should be expedited to the best of of the defendant’s” 


ability relieve Olson of the responsibility for sending the ship- 
ments over the higher-rated route. 


Washington Motor Carrier Granted 
Certificate in Second Report 


By a second report of the Commission on further hearing 
in MC 18209, John W. Tucco (Successor to Ernest Albert Beck) 
Common Carrier Application, embracing also MC 92633, John 
W. Tucco Common Carrier Application, the Commission, divi- 
sion 5, Commissioner Lee noting a dissent, has denied a certifi- 
cate or permit in MC 18209, the “grandfather” proceeding, 
affirming prior findings, and granted a certificate for certain 
motor-vehicle operating rights in the embraced proceeding. 
The involved rights have been the subject of court proceedings, 
according to the report. 

In MC 18209, the division found that the applicant, John 
W. Tucco, of College Place, Wash., as successor in interest to 
Ernest Albert Beck, of Walla Walla, Wash., had failed to 
establish that he was entitled to a certificate or permit under 
the “grandfather” clauses to transport property by motor 
vehicle between any points in Idaho, Oregon, and Washington, 
over irregular routes. 

In MC 92633, the division granted the applicant a certificate 
to transport (1) general commodities, with exceptions, (a) be- 
tween points in Walla Walla county, Wash., and points in 
Oregon within 12 miles of Walla Walla, Wash., on the one 
hand, and, on the other, Portland, Ore., and Lewiston, Ida., 
and (b) between points in Walla Walla county and points in 
Oregon within 12 miles of Walla Walla; (2) apple waste from 
points in Oregon within 12 miles of Walla Walla to Yakima, 
Wash., (3) brick from Granger, Wash., to points in Oregon 
within 12 miles of Walla Walla; (4) cement and lime from 
Lime, Ore., to points in Walla Walla county, and (5) forest 
products from Potlatch, Ida., to points in Walla Walla county 
and points in Oregon within 12 miles of Walla Walla, over 
irregular routes. 

The report said protestants in the proceeding challenged 
the applicant’s fitness alleging that he had been a willful and 
habitual violator in that he had failed to observe tariff rates, 
had operated without insurance, and had served points which 
he had no authority to serve in both interstate and intrastate 
commerce. The report also said: 


The violations alleged by protestants, some of which were not con- 
tested by applicant in court proceedings instituted by the Commission, 
are elements to be considered in determining his fitness. Although 
violations of our tariff and insurance requirements cast doubt upon 
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his fitness, they do not constitute an absolute bar to a grant of au- 
thority for a service for which a public need has been shown... . 

The arguments of protestants against the grant of authority merit 
and have received careful consideration but we are not convinced that 
they warrant denial of the instant application. ... 


With respect to radial operations, the report said most of 
the applicant’s regular shippers were located in the Walla 
Walla area, “a fact which suggests that he has conducted 
chiefly radial operations from and to points in this area.” Con- 
tinuing, the report. said: 
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That such is the case is further apparent from a review of appendix 
A which shows that radial operations constituted 81.3 per cent of all 
shipments transported in the peace period and 67.7 per cent, in the 
war period. We do not believe that a grant of irregular-route authority 
to applicant for the conduct of radial operations would have the dire 
results feared by protestants, particularly if the grant is restricted 
to the points and areas which applicant has served substantially and 
continuously in both peacetime and wartime... . 










EVANS COOPERAGE WATER RIGHTS DENIAL 


By a report and order in W-956, Evans Cooperage Co., 
Exemption Application, the Commission, division 4, has denied 
the application of the applicant, of Gretna, La., for an exemp- 
tion order authorizing operation as a contract carrier by water 
in the transportation of asphalt, in containers, from Destrehan, 
La., to New Orleans, La., for export. The division said it found 
that the proposed service would be competitive with transpor- 
tation by a common carrier subject to part I of the interstate 
commerce act, pointing out that asphalt was presently moved 
a on to New Orleans in box cars over the Illinois 

entral. 














Commission Reports 


(An asterisk before the docket number means that the report will not 
be printed in full in the permanent series of Commission reports. Mimeo- 
qraphed copies of such reports in full may be obtained by prompt appli- 
cation to the Commission.) 








Bagasse 


No. 29529, Container Corporation of America vs. Alton & 
Southern et al. By division 2. Applicable class “C” rate. of 
91 cents a 100 pounds, 30 per cent of first class, assailed on 
bagasse, carloads, shipped between May 24, 1943, and June 1, 
1944, from Bryant and Meeker, La., to Philadelphia (Pencoyd), 
Pa., found unreasonable to the extent it exceeded 54 cents. 
Reparation, with interest, awarded. 


Castor Beans 


.No. 29517, Baker Castor Oil Co. vs. B. & O. et al. By divi- 
sion 3. Dismissed. Rates, castor beans, carloads, from Atlantic 
coast ports of Philadelphia, Pa., Baltimore, Md., Norfolk, Va., 
Savannah, Ga., and Jacksonville, Fla., and from New Orleans, 
La., to Bayonne, Edgewater, and Jersey City, N. J., found not 
shown to have been or to be unreasonable or unduly prejudicial. 
To Cleveland, the alleged preferred destination, a rate of 27 
cents was established from New York to meet potential water 
competition at the request of a paint manufacturer located at 
Cleveland, said the report. That the manufacturer informed 
the defendants that it had been importing flaxseed through 
Montreal, Quebec, and contemplated moving castor beans by 
water from Montreal to Cleveland, the report said, concluding 
that the 27-cent rate was “subnormal” and was not a proper 
criterion by which to determine maximum reasonable rates on 
the traffic under consideration. 


Fresh Apples 


No. 29630, Wray-Goodwin Co., Inc., vs. Southern Railway 
Co. et al. By division 2. Dismissed. Failure of defendants to 
establish a storage-in-transit arrangement applicable on ship; 
ments of fresh apples, in carloads, shipped from Rutherford, 
Va., on October 13 and 18, 1944, to Shipman, Va., there stored 
and later forwarded to Chattanooga and Knoxville, Tenn., and 
Greenville, S. C., found not to have resulted in charges that 
were in violation of section 4 of the interstate commerce act, 
or in unreasonable charges on the movements from Shipman, 
and complainant not shown to have been damaged by any undue 
prejudice that might have existed. The report said complain- 
ant urged that fourth section violation resulted by reason of 
defendants’ charging more than was charged on like traffic 
when stored in transit at Zeigler, Va. However, said the report, 
“joint through rate with provision for storage in transit at 
Zeigler does not cover the same transportation service as 4 
combination of two rates, to and from Shipman, applying to 
two separate and distinct movements.” In applying the fourth 
section, like transportation services and charges must be com- 
pared, the report added, citing Terminal Refrigerating Co. vs. 
Atchison, Topeka & Santa Fe‘Railway Co., 178 I. C. C. 697, 701 


Sludge Solvents 


I. and S. No. 5416, Classification Ratings on Carbon Re- 
moving Compounds. The Commission, division 2.; Order of sus- 
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nsion vacated as of Aug. 18, and proceeding discontinued. 
Schedules filed to become effective July 15, 1946, and later, 
suspended on protest of The Carbon Corporation until February 
15 and voluntarily deferred by respondents as to effective date, 
ultimately until September 15, proposing changed ratings on 
carbon, gum or sludge removing compounds from and to points 
throughout the United States, found just and reasonable. Much 
of the report dealt with the characteristics of Casite, a sludge 
solvent manufactured by the protestant and shipped from Jones- 
boro, Ark., to destinations in all territories, as to which product 
the proposed changed ratings would result in rate increases. 
The Commission said the issues presented were whether the 
various compounds designed and used for preventing or remov- 
ing sludge, gum or carbon deposits from truck or automobile 
engines might properly be placed in one group from a classifi- 
cation standpoint and whether the proposed ratings and rates 
for these compounds, including Casite, were just and reasonable. 
It said that “in view of the similarity in function, use, value, 
and other transportation characteristics of Casite and the prod- 
ucts that now move at the rates named on ‘carbon removing 
compounds, n. o. i. b. n.,’ the conclusion is warranted that these 
commodities should be accorded the same classification ratings 
and rates,” and added that “respondents should include gum or 
sludge-removing compounds in any items containing commodity 
rates or exceptions ratings on carbon-removing compounds in 
order to remove any doubt as to their application on Casite.” 


Bone Ash, Clay Crucibles, Etc. 


MC C-501, J. & H. Berge vs. Central States Freight Co. 
et al. The Commission, division 2. Rate of $1.40 a hundred 
pounds, minimum 15,000 pounds, charged on shipments of clay 
crucibles, scorifiers, and bone ash, transported by defendant 
motor common carriers from Denver, Colo., to New York City 
in September and November, 1944, inapplicable. Combination 
rate of $2.04 a hundred pounds found applicable; shipments 
undercharged in amount of difference between charges col- 
lected and those which would have accrued at the rate found 
applicable; applicable rate found not shown to be unjust and 
unreasonable. 




































Commission Motor Reports 


‘An asterisk before the docket number means that the report will not 
be printed in full in the permanent series of motor carrier reports of the 
Commission. Mimeographed copies of such reports in full may be ob- 
tained by prompt application to the Commission.) 


*MC 288, Sub. 4, Hirt Trucking Co.,. Fremont, O. Permit 
denied. Over irregular routes, canned and bulk sauerkraut from 
Fremont to points in Ill., Ind., and Mich., and rejected shipments 
of such commodities and empty containers therefore on return. 

*MC 102952, Sub. 11, Nellie Buetow, executrix of the estate 
of W. R. Buetow, Sioux Falls, S. D. Certificate granted, Com- 
missioner Mitchell noting a dissent. Petroleum products, in bulk, 
in tank trucks, from Council Bluffs and Rock Rapids, Ia., and 
points in Ia. within 10 miles of each of these cities, to points in a 
described area of S..D., over irregular routes, with no trans- 
portation for compensation on return. 

*MC 104472, Sub. 4, Bram Motor Express, Inc., Toronto, O. 
Permit denied. Over irregular routes, asphaltum compounds, 
vegetable fibre packing, rubber packing rings, and clay prod- 
ucts, except pottery and earthenware, from points in Tuscara- 
was county, O., to points in Del., Ill., Ind., Ky., Md., Mich., N. J., 
N. Y., Va., and Washington, D. C.; and from points in Colum- 
biana county, O., to points in Del., Ill., Ind., Ky., Md., Mich., 
N. J., N. Y., Pa., W. Va., Va., and Washington, D. C. 

*MC 105837, Floyd L. Ungér, dba Unger Trucking Co., 
Wabash, Ind. Permit denied, Commissioner Lee noting a dis- 
sent. Over irregular routes, (1) rock wool, mineral wool (rock 
or slag wool (and products thereof, from Wabash, Lagro, and 
Huntington, Ind., and points within one mile of Wabash and 
Huntington, to St. Louis, Mo., Louisville and Covington, Ky., 
and to points in Ill., Mich., and O.; (2) wood-working machin- 
ery from Wabash to St. Louis, Louisville, Covington, and points 
In Ill., Mich., and O., with return of rejected shipments and 
those for rebuilding and repair; and (3) fertilizer from Chicago 
and Calumet City, Ill., to points in Wabash, Miami, and Hunt- 
ington counties, Ind. 

*MC 105974, O. R. Newbold, dba Jerry Newbold Truck, 
Oblong, Ill. Certificate granted. Coal from points in Vigo and 
Sullivan counties, Ind., to points in Crawford county, Ill, over 
irregular routes. 

*MC 106802, Jerome Alberti, dba J. Alberti Trucking Co., 
Youngstown, O. Permit denied. New automobiles, in trucka- 
Way service, from Detroit, Mich., to points in Mahoning, Trum- 
bull, and Columbiana counties, O., and Lawrence county, Pa., 
and rejected shipments of the aforementioned commodities on 
return, to Detroit. 

*MC 106589, Harlan Eschner, Gillett, Wis. 
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granted. Over irregular routes, (1) veneer and plywood from 
Escanaba, Mich., to Gillett, Wis., and from Gillett and Mosling, 
Wis., to Chicago, Ill., and Grand Rapids and Big Rapids, Mich., 
and (2) canned goods from Oconto Falls and Pulaski, Wis., to 
Minneapolis and St. Paul, Minn. 

*MC 77569, Sub. 53, E. A. Gallagher & Sons, Philadelphia, 
Pa. Certificate granted. Furs, fur wearing apparel, and fur- 
trimmed or fur-lined wearing apparel, between Newark, N. J., 
and Philadelphia, Pa., and between Newark and points in the 
Philadelphia commercial zone, on the one hand, and, on the 
other, Richmond, Va., Baltimore, Md., Wilmington, Del., and 
points in the Washington, D. C. commercial zone, over irregular 
routes. 

*MC 38799, Sub. 3, Edwards Transfer & StOrage Co., Colum- 
bus, O. Certificate granted. Over irregular routes, commodities 
requiring the use of special equipment because of size or weight, 
between points in O. within 60 miles of Columbus, including 
Columbus. 

*MC 39140, Sub. 162, A. Duie Pyle, Coatesville, Pa., em. 
bracing also Same, Sub. 163. Certificate granted. Sub. 162, 
general commodities, with exceptions, in less-than-truckload 
quantities, between Coatesville, Pa., and points within 10 miles 
thereof, on the one hand, and, on the other, all points in N. Y., 
N. J., Del., Md., and Washington, D. C. over irregular routes. 
Sub. 163, general commodities, with exceptions, between West 
Chester, Pa., and Coatesville, and return to West Chester, over 
described routes, serving all intermediate points and off-route 
points within 10 miles of Coatesville. 

*MC 52657, Sub. 356, Arco Auto Carriers, Inc., Chicago, 
ill. Certificate and dual operation granted. New trailers, new 
semitrailers, and trailer and semitrailer chassis, in initial 
movements, by the truckaway method, from Elizabeth and 
Linden, N. J., to all points in the United States, and damaged 
or rejected shipments of such commodities, on return, over 
irregular routes. 

*MC 1502, Sub. 59, Pennsylvania Greyhound Lines, Inc., 
Cleveland, O., embracing also MC 84728, Sub. 17, Safeway 
Trails, Inc., Washington, D. C. Certificates granted, Commis- 
sioner Lee noting a dissent. MC 1502, Sub. 59, passengers and 
their baggage, and newspapers, express and mail in the same 
vehicle, (1) from the junction of U. S. highway 1 and un- 
numbered highway (Woodbridge Avenue) over unnumbered 
highway (Woodbridge Avenue) to junction N. J. highway 27 at 
Highland Park, N. J., and from junction U. S. highway 1 and 
N. J. highway 26 (New Brunswick cut-off) over N. J. high- 
way 26 (New Brunswick cut-off) to junction N. J. highway 27 
at New Brunswick, N. J., and return over the same routes, 
serving all intermediate points. MC 84728, Sub. 17, passengers 
and their baggage, and newspapers, express, and mail in the 
same vehicle, from the junction of U. S. highway 1 and un- 
numbered highway (Woodbridge Avenue) over unnumbered 
highway (Woodbridge Avenue) to junction N. J. highway 27, 
thence over N. J. highway 27 to junction N. J. highway 26, 
and thence over N. J. highway 26 to junction U. S. highway 1, 
and return over the same route, serving all intermediate points. 

*MC 31367, Sub. 1, H. F. Campbell and H. B. Campbell. 
dba H. F. Campbell & Son, Millerstown, Pa. Certificate granted. 
Over irregular routes, (1) fresh and frozen fruits and vege- 
tables, and canned goods, from and to specified points in Pa., 
Del., N. J., N. Y¥., Md., Washington, D. C., Va., and W. Va.; 
(2) fresh vegetables, from and to specified points in N. Y., and 
Pa.; (3) vegetable plants, from and to specified points in Ga., 
Del., Va. and Pa., traversing N. C. and S. C. for operating 
convenience only, with return of empty vegetable and fruit 
containers in the reverse direction in each instance to the speci- 
fied origin points in (1), (2), and (3), and new tin cans, from 
Baltimore, Md., to McAllisterville, Centre Hall, Middleburg, 
and Reedsville, Pa., and points within three miles of each. 

*MC 30837, Sub. 34, Kenosha Auto Transport Corporation, 
Kenosha, Wis., embracing Same, Sub. 36, and Same, Sub. 40. 
Certificate denied in Sub. 34, granted in Subs. 36 and 40. 
Sub. 34, over irregular routes, new motor vehicles (except new 
busses), their parts and equipment, initial movements, in drive- 
away and truckaway service, from Lima, O., to all U. S. points, 
and damaged or rejected shipments on return. The primary 
question presented in Sub. 34, said the report, was whether 
the proposed transportation of finished vehicles from the Su- 
perior Coach Corporation’s Lima, O. plant constituted “initial 
movement” from a place of assembly or. “secondary move- 
ments.” It concluded secondary movements were involved. 
It said the application would be denied without prejudice to 
the filing of a petition by applicant for reconsideration or 
further hearing provided such petition included a certificate of 
service on all carriers holding secondary authority to perform 
the proposed operation. Sub. 36, new automobiles and trucks, 
in initial movements, in truckaway service from points in Wayne 
county, Mich., and Warren township, Macomb county, Mich., 
to points in Wis. traversing Ill. and Ind. for operating con- 
venience only over irregular routes. Sub. 40, over irregular 
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routes, (1) new automobiles in initial movements in driveaway 
and truckaway service, from Long Beach, Calif., to points in 
11 states; (2) new automobiles and trucks in: initial move- 
ments in driveaway and truckaway service, from San Diego, 
Calif., to points in 23 states; (3) new automobiles and trucks 
in initial movements in driveaway and truckaway service, from 
Maywood, Calif., to points in Ore., Wash., Calif., Nev. and 
Ariz.; and (4) new trucks, tractors, and chassis, in initial 
movements, in driveaway service, from Emeryville, Calif., to 
points in 12 states. 

*MC 70765, Sub. 6, Horace W. Taynton, Wellsboro, Pa. On 
reconsideration, certificate granted, broadening authority pre- 
viously granted for transportation of articles used in the manu- 
facture, sale, or distribution of manufactured glass products so 
as to include operations between Wellsboro, Pa., and Corning, 
N. Y., over irregular routes. 

*MC 105997, Sub. 3, George B. Harris, Sr., and George B. 
Harris, Jr., dba Oil Ways Co., Nutley, N. J. Permit denied, 
Commissioner Lee noting a dissent. Chemicals, in bulk, in 
tank trucks, from Parlin, N. J., to New York, N. Y., and points 
in Westchester county, N. Y., and return with rejected ship- 
ments, over irregular routes. 


MOTOR PURCHASE ACTIONS 
MC F-3243, Hamish Turner—Control; Carolina Stages, Inc.—Pur- 
chase—Hamish Turner. Purchase by Carolina Stages, Inc., Spartan- 
burg, S. C., of operating rights and property of Hamish Turner, dba 
Carolina Stages, also of Spartanburg, and acquisition of control of the 
rights and property by Hamish Turner through the purchase, approved 
and authorized, subject to condition. 


COMMISSION ORDERS 


No. 13535 et al., Consolidated Southwestern Cases. Order of April 
5, 1927, as since amended, further amended, by eliminating following 
commodity from requirements thereof and from proceedings except 
Nos. 15217 and 15231: Crude formaldehyde gas liquor, carloads. 

No. 29224, Magnet Cove Barium Corporation vs. Aberdeen and Rock- 
fish et al., No. 29248, Thompson, Weinman & Company, Incorporated, 
vs. Louisville & Nashville Railroad Company et al., and No. 29250, 
Eversole-McClay & Company vs. Aberdeen and Rockfish et al. Order 
of April 2, which was subsequently modified to become effective on Sep- 
tember 2, on not less than 30 days’ notice, further modified so as to 
postpone effective date thereof until further order of Commission. 


1. & S. M-2748, W. V. and M. Coach Co., Increased Fares. Re- 
spondent’s motion of June 26 overruled. 
Finance 14850, Chesapeake & Ohio Railway Construction. Time 


prescribed in certificate of September 4, 1945, as modified by report 
and order of May 16, 1946, within which the Chesapeake & Ohio 
Railway shall complete construction therein authorized, extended to 
February 29, 1948. 

No. 28915, E. D. Addy, dba Addy Motor Company et al. vs. Mich- 
igan Central Railroad Company et al. Reopened for reconsideration. 

1. & S. M-2746, Pick-Up Provisions in New York District. Re- 
spondents under special permission having filed tariffs effective July 
22, cancelling suspended schedules, proceeding discontinued. 

MC-C 854, George Borden Guthridge, Sr., Revocation of Certificate. 
Order of March 27, as modified by order of May 21, further modified 
to require compliance therewith on or before September 15. 

1. & S. 5494, Milk and Cream, Southwestern Territory. Respondent 
under special permission having filed a tariff effective July 20, can- 
celling suspended schedules, proceeding discontinued. 


MOTOR FINANCE CASES 

MC F-3417, Robert J. Wilhelm and Rudie Wilhelm, Jr.—Control; 
Campbell Crane & Towing Service, Inc.—Purchase—Albert L. Camp- 
bell. (1) Purchase by Campbell Crane & Towing Service, Inc., of 
Portland, Ore., of the operating rights and certain property of Albert 
L. Campbell, doing business as A. L. Campbell Auto Towing Co., also 
of Portland, and acquisition of control of the operating rights and 
property by Robert J. Wilhelm and Rudie Wilhelm, Jr., through the 
purchase, approved and authorized, subject to condition. (2) Supple- 
mental application by Rudie Wilhelm Warehouse Co. for authority to 
acquire control of the operating rights and property, through the 
purchase, dismissed. 

MC F-3534, Gordon L. and Lionel H. Aselton—Control; Trailways 
of New England, Inc.—Purchase (portion)—Quaker City Bus Co. Appli- 
cation for authority under section 210a(b) of Trailways of New England, 
Inc., of West Springfield, Mass., for temporary operation of a portion 


of the motor-carrier rights of Quaker City Bus Co,. of Philadelphia, 
Pa., denied. 


UNCONTESTED FINANCE CASES 
Report and order in F. D. No. 15772, Central Railroad Co. of 
Pennsylvania Equipment Trust Certificates, granting authority to the 
Central Railroad Co. of Pennsylvania and Walter P. Gardner, trustee 
of the property of the Central Railroad Co. of New Jersey, to assume 
obligation and liability, jointly and severally, as guarantors, in respect 
of not exceeding $3,750,000 of Central Railroad Co. of Pennsylvania 
equipment-trust certificates of 1947, series B, to be issued by the 
Guaranty Trust Co. of New York, as trustee, and sold at 99.08 and 
accrued dividends in connection with the acquisition of new equip- 
ment. Approved. 
Report and order in F. D. No. 15593, Washington, Virginia & Mary- 
land Coach Co., Inc., Note, granting authority to issue, on the sur- 
render and cancellation of a note in the face amount of $473,000 hereto- 
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fore issued without the authorization of this Commission, a secured 
promissory note for $153,000 payable in monthly installments of $6,000, 
with interest at the rate of 4 per cent per annum, conditions pre- 
scribed. Approved. 

Report and order in F. D. No. 15773, Virginia Stage Lines, Inc., 
Note, granting authority to issue a secured promissory note for not 
exceeding $420,000, to be delivered at par to the State-Planters Bank 
& Trust Co. to evidence a loan of a like amount for the purpose of 
converting short-term loans into a long-term equipment obligation. 
Approved. 


FINANCE APPLICATIONS 

Finance No. 15800, Walter P. Gardner, trustee of the Central 
Railroad Co. of New Jersey, lessee of the properties and owner of 
50 per cent of the capital stock of the Dover and Rockaway Railroad 
Co., asks authority to acquire 63 additional shares of stock of the latter 
company purchased in 1943 by the Jersey Central Transportation Co., 
and now held in the name of William Kohler. The trustee also asks 
approval of acquisition of any additional shares of stock that might be 
offered for sale, and further authorization to cause the Dover & Rock- 
away, from time to time, to acquire out of funds in its possession its 
own capital stock and to retire the same, thus indirectly increasing 
the degree of control by applicant of the Dover & Rockaway. 

MC F-3548, Salter’s Express Co., Inc., Simsbury, Conn., asks author- 
ity to purchase operating rights of Adley Express Co., Inc., New 
Haven, Conn. 

MC F-3549, Dunlap Bus Lines, Martin, Tenn., asks authority to 
lease certain rights of Southern Bus Lines, Inc., formerly Tri-State 
Transit Co. of Louisiana, Inc., of Alexandria, La., and temporarily to 
operate. 

Finance No. 15802, Chicago, Saint Paul, Minneapolis & Omaha Rail- 
way Co. asks authority to issue $1,560,000 of equipment trust certificates, 
under its second equipment trust of 1947, the proceeds from which are 
to be used ta finance 75 per cent of the cost of new equipment, 
estimated at $2,117,900, consisting of 400 fifty-ton box cars and 6 Diesel 
switching locomotives. The certificates are to be dated October 1, 1947, 
mature in 10 equal annual installments, and bear interest at a rate to 
be determined through competitive bidding. 

Finance No. 15803, Cincinnati Street Railway Co. asks authority to 
issue $6,462,000 of 3% per cent first mortgage bonds to replace a like 
amount of an original issue of $6,562,000 of such bonds of September 1, 
1945, $50,000 of which were paid off on September 1, 1946, and $50,000 
of which are to be redeemed on September 1, 1947. The applicant said 
the validity of the original issue was questioned by the Commission 
and added that the substitute bonds would be issued under and secured 
by the original indenture and mature in 1965. 

MC F-3550, Malone Freight Lines, Inc., Birmingham, Ala., asks 
authority to purchase operating rights of G & M Motor Transfer Co., 
Inc., Statesville, N. C. Alabama Mineral Land Co. and other stock- 
holders of Malone Freight Lines, Inc., join in the application. 

MC F-3551, Southwest Freight Lines, Inc., Kansas City, Mo., asks 
authority to purchase operating rights and business of Brooks Truck 
Co., Marshall, Mo., and temporarily to operate. 

Finance No. 15804, Iowa Electric Light & Power Co. asks authority 
to issue $3,000,000 of first mortgage bonds, series D, 2% per cent, to 
be dated July 1, due July 1, 1977, to obtain funds to reimburse appli- 
cants for moneys expended and to be expended in connection with im- 
provements to its electricity and gas utility properties. 

MC F-3552, Lowther Trucking Co., Rock Hill, S. C., asks authority 
to purchase operating rights in MC 65816 of American Brokerage and 
Warehouse Co., Charlotte, N. C., conducted under lease, to expire 
August 20, by Peoples Motor Express, Inc. 

MC F-3553. Chicago Express, Inc., New York, N. Y., asks authority 
to lease operating rights of Brady Transfer & Storage Co., Fort Dodge, 
Ia., as motor common carrier of general commodities, with exceptions, 
over regular and irregular routes serving the cities, among others, of 
Boston, Mass., Chicago, Ill., Hammond, Ind., Cleveland, O., Newark, 
N. J., Washington, D. C., and many other specified points in N. Y., 
N. J., Mass., O., Pa., Conn., Ind., Ill., Kan., Minn. and Mo., under 
lease agreement providing for a ten-year lease, with payment of $25,000 
advance rental and $100,000 to be paid in monthly installments of $1,000 
each, and for retention of certain operating rights by Brady Transfer 
& Storage Co 

MC F-3554, Hennis Feight Lines, Inc., Mt. Airy, N. C., asks author- 
ity to purchase operating rights of Frank’s Delivery Service, Chicago, 
Tll., covered by certificate in MC 108945, authorizing transportation of 
general commodities over irregular routes between points in the Chi- 
cago commercial zone, for a purchase price of $1,250. 


PETITIONS FOR REHEARING, ETC. 

W-939, Jerome Dempsey, dba New London Freight Lines, water 
carrier operation. Jerome Dempsey, applicant, asks that name New 
London Freight Lines, Inc., be substituted as applicant in lieu of 
Jerome Dempsey, doing business as New London Freight Lines. 

No. 29439, Coronet Phosphate Co. et al. vs. Ann Arbor Railroad 
et al. Complainants and interveners ask for rehearing and reconsid- 
eration. é 

Finance 14720, Wisconsin Central Railway Company, debtor. Empire 
Trust Company and Henry A. Bultman, as trustees of debtor’s first 
and refundirg mortgage and Canadian Pacific Railway as holder of 
$8,400,000, principal amount of bonds secured by that mortgage ask 
for a supplemental report and an order modifying the plan of reorgan- 
ization approved by Division 4 of Interstate Commerce Commission on 
June 3, 1947. 

Finance 13992, Chicago, St. Louis and New Orleans Railroad, et al.. 
abandonment. Petitioner, Brotherhood of Railroad Trainmen ask for 
reopening and reconsideration of order of July 29, 1943. 

MC-C 901, Loring P. Jones et al. vs. Rockland Coaches, Inc., et al. 
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Rockland Coaches, Inc., and Spring Valley Motor Coach Co., Inc., 
defendants, ask that complaint be made more definite and certain. 

Ex Parte 104, Part II, A. E. Staley Manufacturing Co., Terminal 
Allowance, Practices of Carriers Affecting Operating Revenues or Ex- 
penses, Part II, Terminal Services, |. & S. 4736, Switching Charges at 
Decatur, Ill., and |. & S. 5387, Cancellation of Terminal Charges, De- 
catur, Ill. A. E. Staley Manufacturing Co., asks Commission tor reopen- 
ing and further -hearing. 


Rail Petition for Ex Parte 162-148 
Modification Denied 


The Commission, by an order in Ex Parte 162, Increased 
Railway Rates, Fares, and Charges, 1946, and Ex Parte 148, 
Increased Railway Rates, Fares, and Charges, 1942, has 
granted a petition of the railroads for leave to file a petition, 
but has denied a petition for reconsideration of finding No. 5 
of its report in Ex Parte 162. The order said the reconsidera- 
tion petition asked the Commission to modify its findings and 


* order so as to allow the railroads to apply a separate increase 


to each separate rate factor of a combination or multiple- 
factor rate. 

In their petition for reconsideration (see Traffic World, 
June 21, p. 1946), railroads parties to the original petition in 
Ex Parte 162, sought modification of finding 5 which, in effect, 
according to the carriers, required that the several factors of 
combination rates, except rates on grain and grain products, 
be added together and the total increased according to the 
increase granted on the particular commodity from point of 
origin to destination, subject to whatever specific or maximum 
increase was allowed on that commodity. 

The Commission made public on August 4, replies in op- 
position to the railroad petitions from Myles Salt Co., Ltd., 
and Jefferson Island Salt Co., Florida Rate Conference, Ha- 
vana Canning Co., State Road Department of Florida, Florida 
Producers of Phosphatic Sand and Clay, Wisconsin Paper and 
Pulp Manufacturers’ Traffic Association, Florida Citrus Com- 
mission et al., and California Redwood Association. It also 
made public motions or petitions to deny the railroads’ peti- 
tion for reconsideration as filed by Douglas fir stock door 
manufacturers of the Pacific northwest, Minnesota Valley 
Canning Co., Federal Cement Tile Co. et al., and Mahogany 
Association, Inc., et al. 


Motion to Dismiss Overruled in 
M. C. Wharf Demurrage Case 


The Commission, by an order by Commissioner Mahaffie in 
No. 29730, Great Atlantic & Pacific Tea Co. vs. U. S. Maritime 
Commission, et al., a proceeding involving charges for wharf 
demurrage on shipments of canned fruits held at California 
ports because of strike conditions late in 1946, has overruled 
two motions of the Department of Justice, one seeking dismissal 
for alleged lack of jurisdiction was overruled without prejudice 
to its renewal at a hearing. 

The complaint (see Traffic World, April 26, p. 1304) had 
alleged that charges for wharf demurrage, on shipments of 
canned fruit held at the ports of Alameda, Oakland, San Fran- 
cisco, and Stockton, Calif., because of strike conditions from 
dates in September and October, 1946, until about November 
25, 1946, were in violation of sections 305 and 306 of the inter- 
state commerce act. Defendants named in the complaint were 
four steamship companies operating as agents for the Maritime 
Commission. 

In an answer to the complaint the Department of Justice 
said that at all times specified in the complaint the defendant 
Maritime Commission was a government agency “engaged in 
the performance of powers of the sovereign government of the 
United States’ and for that reason was not subject to the 
Commission’s jurisdiction. vf 

The Department of Justice, in its motion to require the 
complainant to make the complaint more definite and certain, 
specified various details of the involved shipments concerning 
wihch it said the complaint was defective. 

The Commission’s order overruling the motions said the 
reasons stated to support the request for dismissal did not 
furnish sufficient grounds to justify the dismissal and that the 
complaint sufficiently stated a cause of action. 


NORTH-SOUTH DIVISIONS PETITION FILED 
The Commission, Commissioner Mahaffie, by an order in 
No. 24160, In the Matter of Divisions of Joint Interterritorial 
Rates Between Official and Southern Territories, has accepted 
and filed of record a petition of Official Territory carriers for 
further hearing and modification of the order in that proceed- 
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ing, and set September 15 as the last date for replies to the 
petition. 

The Official Territory railroads asked an adjustment of the 
divisions received by them and the southern carriers out of all 
joint interterritorial rates (see Traffic World, Aug. 2). 


PURCHASE PROPOSAL BY C. OF GA. TRUSTEE 


By an order in Finance No. 12950, Central of Georgia 
Railway Co. Reorganization, the Commission, division 4, has 
dismissed a petition of Merrel P. Callaway, Central of Georgia 
trustee, for authority to acquire by purchase the leased lines 
of the South Western Railroad Co., the Augusta & Savannah 
Railroad, and the Chattahoochee and Gulf Railroad Co., in 
accordance with one. of the alternatives set out in the plan of 
reorganization of the Central of Georgia approved by the Com- 
mission in 1945. The Commission noted in its order that the 
trustee desired to withdraw the petition, filed by him last 
February (see Traffic World, Feb. 22, p. 572). 


HOBOKEN MANUFACTURERS REORGANIZATION 


The Commission has fixed $15,000 as the maximum limit 
of final allowance to be paid for all services rendered by James 
D. Carpenter, Jr., and his associates, as attorney for the Ho- 
boken Manufacturers’ trustee from January 1 to December 31, 
1946, in connection with reorganization proceedings of the 
debtor, such allowances to cover all ordinary office overhead 
expense that should be provided for in connection with such 
services. The order was issued in Finance No. 14291, Hoboken 
Manufacturers Railroad Co. Reorganization. 


Cc. & O. RAILWAY WATER OPERATION 


By amended certificate and order in W-887, Pere Mar- 
quette Railway. Co. Common Carrier Application, the Commis- 
sion, division 4, effective October 20, has authorized the Chesa- 
peake & Ohio Railway Co. to operate by self-propelled vessels 
in the transportation of passengers, baggage, and rmctor ve- 
hicles load and empty, between the port of Ludington, Mich., 
and Milwaukee, Manitowoc, and Kewaunee, Wis. The division 
said that on February 23, 1944, it issued a certificate and order 
in the proceeding authorizing the Pere Marquette Railway Co., 
to engage in the considered water operations, and that on April 
1, 1947, it reopened the proceeding and issued its report and 
order in Finance No. 15228, Pere Marquette Railway Co. Mer- 
ger, Etc., approving transfer to the C. & O. of the certificate 
and order of February 23, 1944. It said the transaction had 
been consummated. 


MARITIME COMMISSION TEMPORARY AUTHORITY 

Temporary authority for the Maritime Commission to and 
including August 20, for operation by self-propelled vessel 
through Luckenbach Gulf Steamship Co., Inc., as agent, in 
transporting naval supplies and materials from Gulfport, Miss., 
to Port Hueneme, Calif., has been granted by the Commission, 
division 4, by an order in W-926, Sub. 16 TA, U. S. Maritime 
Commission Temporary Authority—Gulfport, Miss. (2). 


BEARDSLEE WATER SERVICE DISMISSAL 


On request of the applicant carrier, which said it had not 
been called on to perform any of the service authorized, the 
Commission, division 4, by an order in W-63, Beardslee Launch 
& Barge Service—Exemption Section 303(e), and Same, Sub. 1, 
Extension Application, has set aside an amended permit ahd 
order of November 9, 1945, granting certain authority, and 
dismissed the applications. It said the 1945 order and amended 
permit granted Beardslee Launch & Barge Service, Mobile, 
Ala., authority to operate by non-self-propelled vessels with the 
use of separate towing vessels in transporting lumber from 
ports and points along the Alabama, Mobile, Tombigbee, and 
Warrior Rivers, to Mobile and to New Orleans, La., by way of 
those rivers and the Gulf Intracoastal Waterway, and lumber, 
wooden poles and piling from Mobile to points on the afore- 
mentioned waterway and tributary waters other than the Mis- 
sissippi River above New Orleans, west of Mobile to and in-: 
cluding Orange, Tex., by way of these waterways. 


WATER CERTIFICATE TRANSFER 


The Commission, division 4, by amended certificate and 
order, effective October 20, in W-36, Connors Marine Co., Inc., 
Contract Carrier Application, and W-39, Standard Towing Cor- 
poration Common Carrier Application, has authorized Connors- 
Standard-Marine Corporation to operate in the transportation 
of commodities generally, by non-self-propelled vessels with the 
use of separate towing vessels, between ports and points in 
New York and Connecticut on Long Island Sound and tribu- 
taries; in the area defined as New York harbor and contiguous 
harbors; points on the Hudson River below its junction with the 
Erie Canal of the New York State Canal System; Erie Canal, 
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Oswego Canal, and Cayuga and Seneca Canal of that system; 
and the Niagara River. The division said that by a report and 
order in Finance No. 15514, Connors Marine Co., Inc., et al. 
Certificate Transfer, it had previously approved transfer to 
Connors-Standard-Marine Corporation of a joint certificate 
issued April 30, 1943, to Conners Marine Co., Inc., and Standard 
Towing Corporation. 


M. C. WATER AUTHORITY APPLICATION 


The Commission has announced the docketing of an appli- 
cation in W-926, Sub. 17, for temporary authority for the Mari- 
time Commission to operate as a common carrier by water, by 
self-propelled vessel, through the United States Line Co. (New 
Jersey), as agent, in the transportation of commodities gen- 
erally from Alameda, Oakland, and Stockton, Calif., to the 
ports of Baltimore and New York. 


MOTORTRUCK TRAILERS BY WATER 


By a report on further hearing in W-911, H. E. Savage, Jr., 
Application, the Commission, division 4, has modified its prior 
report, 260 I. C. C. 603, and has found H. E. Savage, Jr., Nor- 
folk, Va., entitled to operate by self-propelled vessels, in the 
transportation of motortruck trailers, loaded or empty, and 
commodities generally, when loaded in motortruck trailers of 
motor common carriers, between Norfolk, Va., and Baltimore, 
| Md. It said issuance of a certificate would be withheld pending 
a certification to the Commission that suitable vessels had been 
acquired and that the applicant or a corporation to be formed 
to conduct the proposed operation, would be ready to begin the 
operation on or before December 31. 


BULL S.S. LINE WITHDRAWS OBJECTIONS 


The Commission, division 4, by an order in W-376, Sub. 
4, TA, Pan-Atlantic Steamship Corporation Temporary Author- 
ity—Miami and Port St. Joe, and W-376, Sub. 6 TA, Same, 
Temporary Authority—Baltimore and Charleston, has dis- 
missed a petition of Bull Steamship Line requesting revoca- 
tion of Pan-Atlantic’s temporary authority to operate as a com- 
mon carrier by water between Baltimore, on the one hand, and 
Miami and Tampa, on the other, and to serve Port St. Joe, Fla. 

Counsel for the Bull line, in a letter to Director Seal, of 
the Commission’s Bureau of Water Carriers and Freight For- 
—— said the line desired to withdraw its petition and 
added: 


Because of the small amount of traffic developed since June 20, 
1947, in its operations between Baltimore, Md., on the one hand, and 
Miami and Tampa, Fla., on the other hand, the Bull Steamship Line 
can offer no assurance at this time that such operation will be con- 
tinued for any definite period; and under these circumstances that 
carrier offers no further objection to continuance of the temporary 
authority granted Pan-Atlantic Steamship Corporation in the above 
proceeding until September 26, 1947. 


MOTOR MINIMUM CHARGE CORRECTIONS 


Secretary Bartel, of the Commission, has issued a notice 
to the parties in I. and S. M-2240, Minimum Charges in Central 
Territory, and cases joined therewith, directing attention to 
what he called certain “inadvertent” errors contained in the 
report of division 2 in that proceeding in which it approved 
increased minimum charges a shipment by motor common .car- 
riers in Central Territory and between points in that territory 
ang points in Trunk-Line and New England territories (see 
Traffic World, July 26, p. 253). The notice said: 


Sheet 3, in the first complete paragraph, the matter following ‘‘(1)”’ 
in the 5th line and continuing through the 6th and 7th lines should be 
corrected to read: ‘‘(1) When the first-class rate if $1.25 or less and 
(a) the applicable rate is first class or higher, the minimum charge is 
the first-class rate from 100 pounds but not less than $1.05,’’. 

Appendix, in the table in paragraph ‘‘1,’’ under the column cap- 
tioned ‘‘Between New York City metropolitan area,’’ . . . ‘$1.40’’ 
should be corrected to read ‘‘$1.50.’’ 


These corrections will appear in the said report as the same will 
hereafter be printed. 


PROTESTED MOTOR TARIFFS NOT SUSPENDED 

The Commission has refused to suspend proposed motor- 
carrier rates protected by the Burlington, the Milwaukee, the 
Northern Pacific, and the Great Northern railways as published 
in third revised page 128, 131 and other revised pages of Agent 
Lou Hosking’s MF-ICC 201, to have become effective August 5. 

The three railroads said they protested the rates insofar 
as they resulted in reduced class rates for application between 
Beach and Bismarck, N. D., Chicago, IIl., Dickinson, N. D., 
Eau Claire, Wis., Fargo, N. D., and other North Dakota and 
— points, on the one hand, and Polson, Mont., on the 
other. 

The petitioners said the proposed publication would place 
the class rates between Polson, Mont., on the one hand, and 
Chicago, and named points in Wisconsin, North Dakota, and 
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Minnesota on the other hand, on the same level as the class 
rates between Missoula, Mont., on the one hand, and the named 
eastern points, on the other, “disregarding the fact that the 
highway distance between the eastern points named and Polson, 
Mont., is 71 miles greater than between the same eastern points 
and Missoula, Mont.” 

The present motor-carrier rates were on a parity with the 
rail rates, said the petitioners. 


MOTOR INQUIRY DISCONTINUED IN PART 


The Commission, division 3, by an order in Ex Parte MC-24, 
California Motor Carrier Rates, has discontinued the proceed- 
ing insofar as it relates to rates, charges, and classifications 
and the rules, regulations, and practices relating thereto, 
brought in issue and applicable to transportation in interstate 
and foreign commerce, except between points in the Los Angeles 
commercial zone, on the one hand, and, on the other, points in 
the Los Angeles harbor commercial zone. Other than between 
the aforementioned points, said the order, the conditions that 
caused institution of the investigation no longer existed. 


FORWARDER PERMIT TRANSFER 


On consummation of transfer of the permit issued April 16, 
1943, in FF-99, Providence Philadelphia Dispatch Application, 
the Commission, division 4, by an amended permit and order 
in that proceeding effective September 29, has authorized Provi- 
dence-Philadelphia Dispatch, Inc., to perform the forwarder 
operations authorized. They are the forwarding of commodities 
generally between points in Massachusetts, Rhode Island, Con- 
necticut, New Jersey, and Pennsylvania. 

The instant permit and order supersede and cancel the per. 
mit and order of April 16, 1943, to the extent it authorized for- 
warder operations in interstate commerce. 


RAIL DEPRECIATION RATES 


The Commission has issued sub-orders prescribing the de- 
preciation rates applicable to equipment of 16 steam railroad 
companies listed in the orders. The railroads involved were: 


Grafton & Upton Railroad Co.; Nezperce Railroad Co.; Birmingham 
& Southeastern Railroad Co.; Black Mountain Railway Co.; Broward 
County Port Authority; Burlington-Rock Island Railroad Co.; Chesa- 
peake Western Railway; Chicago Short Line Railway Co.; Copper Range 
Railroad Co.; Cornwall Railroad Co.; Fernwood, Columbia & Gulf 
Railroad Co.; Laramie, North Park & Western Railroad Co.; Muncie 
& Western Railroad Co.; St. Joseph Terminal Railroad Co.; Sumter & 
Choctaw Railway Co.; Texas & New Orleans Railroad Co. 


Most of the sub-orders were modifications of previous sub- 
orders. 


WATER CARRIER DEPRECIATION RATES 


The Commission has issued sub-orders prescribing depreci- 
ation rates applicable to the transportation property of 12 car- 
riers by water. The carriers affected were: 


Cumberland River Sand Co., Inc.; Arrow Transportation Co.; Cali- 
fornia Transportation Co.; Columbia Transportation Co.; Eastern Trans- 
portation Co.; Cartland Steamship Co.; Jacob Rice & Sons; Knappton 
Towboat Co.; Martin Marine Transportation Co.; Massachusetts Steam- 
ship Lines, Inc.; Mississippi Valley Barge Line Co.; and Sacramento 
& San Joaquin River Lines, Inc. : 


All but the Cumberland River sub-order modified previous 
sub-orders. 


EXPLOSIVES RULES AMENDMENT 


The Commission, division 3, by an order in No. 3666, In 
the Matter of Regulations for Transportation of Explosives and 
Other Dangerous Articles, has amended the regulations with 
respect to part 2, list of explosives and other dangerous articles; 
part 3, regulations applying to shippers; appendix to part 3, 
shipping container specifications; part 4, regulations applying 
particularly to carriers by rail freight; and part 7, regulations 
applying to shipments made by way of common, contract or 
private carriers by public highway. 


TENNESSEE RATE INVESTIGATION 

In response to a petition of 22 railroads operating in Ten- 
nessee, the Commission, division 1, has instituted an investiga- 
tion into refusal of the Railroad and Public Utilities Commis- 
sion of Tennessee to permit these petitioners to apply to intra- 
state freight traffic in Tennessee increases in freight rates and 
charges corresponding to those approved for interstate applica- 
tion in Ex Parte 162, Increased Railway Rates, Fares, and 
Charges, 1946, and Ex Parte 148, Increased Railway Rates, 
Fares and Charges, 1942 (see Traffic World, July 12, p. 99). 

Docketed as No. 29800, Increases in Tennessee Freight 
Rates and Charges, the proceeding has been assigned for hear- 
ing September 4, at 9:30 a. m., standard time (or 9:30 a. m., 
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local daylight saving time, if that time is observed), at the 
ee. Jackson Hotel, Nashville, Tenn., before Examiner Fred 
L. Sharp. 


I. C. C. ACCIDENT REPORTS 

A train entering a cross-over at a high rate of speed at 
Shiloh, O., June 25, was the cause of a New York Central 
passenger train derailment that resulted in the death of four 
train-service employes and two trespassers, and the injury 
of one passenger, five railway mail clerks and one train- 
service employe, according to a report of the Commission, by 
Commissioner Patterson, in investigation No. 3112. The report 
said the engineers and firemen of both engines were killed. 

A Northern Pacific freight train derailment that resulted 
in the death of two trespassers and the injury of 11 trespassers 
at Oriska, N. D., June 16, was caused by failure of a coupler 
yoke, according to a report of the Commission, by Commissioner 
Patterson, in investigation No. 3111. 


Railroad Abandonments 


O.-W. R. & N. Co. et al. 


By a report and certificate in Finance No. 15507, Oregon- 
Washington Railroad & Navigation Co. et al. Abandonment, 
the Commission, division 4, has permitted abandonment by 
the O.-W. R. & N. Co., and abandonment of operation by the 


Union Pacific Railroad Co., lessee, of a portion of the so-called 


Pendleton-Tucannon branch line extending approximately 5.234 
miles in Columbia county, Wash. 


Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules in it 
have been suspended by the Commission. Suspension orders contain 
many schedules not reproduced here. Details of such orders are pub- 
lished in The Daily Traffic World and Bulletin and The Traffic Bulletin.) 


I. and S. M-2765, Passenger Fares over Inter-City Trans- 
portation Co., on the Commission’s own motion, from August 1, 
to and including February 29, 1948, provisions of tariff MP- 
I. C. C. No. 35 of Inter-City Transportation Co., Inc., Paterson, 
N. J. The suspended schedules propose to increase passenger 
fares between New York, N. Y. and points in New Jersey. 

I. and S. M-2766,. Candy, Confectionery—Hershey, Pa. to 
Baltimore, Md., from August 4, to and including March 3, 1948, 
certain schedules published in supplement No. 56 to tariff MF- 
I. C. C. No. A-166 of Middle Atlantic States Motor Carrier 
Conference, Inc., Agent, Washington, D. C. The suspended 
schedules propose to establish a reduced less-than-truckload 
commodity rate of 35 cents per 100 pounds on candy and con- 
fectionery from Hershey, Pa. to Baltimore, Md., and points 
grouped therewith, in lieu of present rates of 47 and 43 cents, 
applicable on shipments of less than 6,000 pounds and 6,000 
pounds and over, respectively. 

I. and S. No. 5513, Ganister Rock, South Dakota to Chicago, 
from August 1, to and including February 29, 1948, certain 
schedules published in supplement No. 33 to Agent L. E. Kipp’s 
tariff I. C. C. No. A-3607, and other tariffs. The suspended 
schedules propose to revise the rates on ganister rock, carloads, 
from producing points in South Dakota to Chicago and Peoria, 
Ill., Clinton, Ia., and St. Louis, Mo. 

I. and S. No. 5516, Commutation Fares Between New Or- 
leans & Gulf Coast, from August 1, to and including February 
29, 1948, schedules as set forth in supplement No. 2 to Lov‘s- 
ville and Nashville Railroad Co.’s tariff I. C. C. No. 8324. The 
suspended schedules propose to cancel certain commutation 
fares between New Orleans, La. and Gulf coast points on the 
L. & N. intermediate to and including Pascagoula, Miss. 

I. and S. No. 5515, Ex Parte 162 Increases—Milk and 
Cream, from August 1 to and including February 29, 1948, 
certain schedules as published in supplements Nos. 7 and 8 to 
joint tariff, Agent R. H. Hoke’s I. C. C. No. 1086 (master tariff 
of increases No. X-162-A). The suspended schedules propose 
to cancel the item authorizing the increase of 15 per cent on 
milk or cream. This cancellation would have resulted, in some 
instances, in the application of higher general increases. The 
involved tariffs were protested by Dixie Dairy Products Co- 
operative Association, Inc., of Tuscaloosa, Ala. (see Traffic 
World, July 26, p. 263). 

I. and S. M-2767, Stopping-in-Transit—Irvin Pettigrew, 
from August 3, to and including March 2, 1948, certain provi- 
sions of schedule MF-I. C. C. No. 10 of Irvin Pettigrew, Indi- 
ana, Pa. The suspended schedule proposes to establish a rule 
providing that truckloads may be made up of shipments to 
more than one consignee at more than one destination at the 
truckload charge to the highest rated destination, plus $5.30 for 
each stop exceeding two and excluding the final delivery stop. 
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I. and S. M-2768, Sugar—Billings, Mont. to Twin Cities, 
Minn., from August 5, to and including March 4, 1948, certain 
schedules published on original page 263-A to tariff MF-I. C. C. 
No. 201 of Lou Hosking, Agent, Kansas City, Mo. The sus- 
pended schedules propose a commodity rate of 62 cents per 100 
pounds on sugar from Billings, Mont. to Twin Cities, Minn., 
and points taking same rates, in lieu of present higher rates 
(see Traffic World, July 26, p. 266). 

I. and S. No. 5517, Grain & Grain Products in the South- 
west, from August 5, to and including March 4, 1948, certain 
schedules as published in Agent D. Q. Marsh’s tariff I. C. C. No. 
3759, and various other tariffs. The suspended schedules pro- 
pose to increase and reduce rates on grain, grain products and 
related article in carloads, from, to and between points in South- 
western Territory (see Traffic World, July 26, p. 258). 


oO. D. T. ORDERS CONTINUE IN EFFECT 


Three general orders of the Office of Defense Transporta- 
tion would continue in effect through February 29, 1948, the 
presently authorized date of O. D. T. activities, it was said at 
the O. D. T. offices. These orders, it was said, were general 
order O. D. T. No. 1, relating to merchandise freight, general 
order No. 18-A, relating to heavier loading, and general order 
No. 16-C, relating to export freight control. 


0. D. T. APPLE-LOADING PERMIT 


The. Office of Defense Transportation has announced that 
general permit O. D. T. 18A, revised 19A, issued August 5 and 
effective August 8, authorizes the loading of summer apples 
in bulk to a weight of not less than 29,000 pounds from any 
point of origin in Virginia. This permit would expire October 15, 
said the O. D. T. 


CARS FOR IRISH POTATOES 


In Circular CSD 410, Chairman Kendall, of the car service 
division of the Association of American Railroads, says 


Until further notice and on request‘of I. C. C. please observe the 
following regulations with respect to furnishing refrigerator cars and 
box cars for shipment of Irish potatoes: 

1. Do not place cars for loading except upon written car order 
which car order shall contain assurance that the car or cars placed will 
be billed within 24 hours after completion of loading. 

2. In the event cars loaded are not billed within 24 hours .as pro- 
vided above, do not furnish any additional empties for loading until 
all cars held under load have been billed. 


U. S.-CANADIAN CAR BALANCE 


The Office of Defense Transportation proposes to restrict 
the number of freight cars moving to Canada, particularly coal 
cars, until Canadian railroads reduce the number of United 
States cars already in Canada, according to an O. D. T. official. 
He said the O. D. T. originally gave Canada until August 5, 
and later to August 8, to reduce Canada’s adverse balance of 
freight cars to 8,000. The adverse balance was around 12,000 
on July 1, said the official, adding that the amount had been 
reduced about 9,800 at the end of July. The reduction, he said, 
appeared to result from Canadian action “at cabinet level.” 
Both countries were cooperating in the effort to maintain bal- 
ance in car distribution between the two nations, said the 
official. 


Briefs in Express Case Argue 
“Rate” and “Revenue” Bearings 


Railway Express Agency and Class I railroads jointly, the 
National Industrial Traffic League, and the Lynchburg (Va.) 
Traffic Bureau have filed briefs with the Commission in Ex 
Parte No. 163, Increased Express Rates and Charges, 1946. 

The agency, replying to criticisms of its service, said 
vigorous efforts were being made to restore normal service. 
As to opinions expressed that the proposed permanent increases 
in express rates, filed with the Commission after it granted 
“interim” increases for a year and prescribed a traffic test 
period, would cause diversion of traffic, the agency said that, 
“although some diversion may result the volume of express 
traffic will continue, as estimated by petitioner, at a higher 
level than in any peace time year since 1929.” 


It said that, to meet the imperative need for additional 
revenues from the express service the Commission was urged 
promptly to authorize the filing of tariffs at the earliest pos- 
sible date establishing the rates and charges proposed. 

The League linked the proposals with what it said was a 
tendency on the part of the railroads and motor carriers to 
increase charges on small shipments, and added it was a 
matter of general public interest whether all regulated carriers 
were to penalize the small shipments the convenience of the 
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general public required should: be transported. It observed that 
the agency had been set up particularly to handle traffic of this 
character. 

The League also said the agency had failed to comply with 
the Commission’s admonition that it suggest a “scientific” 
system of rates, asserting that the proposed rates were “judg- 
ment” rates and not on any scientific basis. Also, it asserted, 
the agency had failed to justify the rates, as such, and the 
makeup of the rate structure as a whole, the entire showing 
of the applicant, it said, relating to its claims of inadequacy 
of revenues. 

In its conclusion, the League said it 


- « « urges that the Commission shall consider whether there is 
sound basis for any further action at present than the continuance of 
the interim relief afforded by the order of October 28, 1946, pending 
further proceedings and the making of an adequate record upon which 
the Commission may prescribe or otherwise determine what shall be 
the permanent express rate structure, to be subject to future general 
increases or reductions as conditions may require or justify. 


The Lynchburg bureau said the burden was on the agency 

to prove the need for revenue and also that operations met 
the requirements of section 15a of the interstate commerce act. 
Inasmuch as that burden had not been met, it said, it moved 
that the application be “summarily denied.” 
_ Reviewing statements in its verified statement filed at hear- 
ing in July, the bureau said “eliminate the waste caused by slow 
handling of traffic and the Express Agency will need no increase 
in transportation charges.” 


Improve Service First, Says Detroit B. of C. 


That service presently rendered by the Railway Express 
Agency was slow and unreliable and that the “present premium 
express rates” should not be increased “until such time as ex- 
press service is a reality and not merely a name” were conten- 
tions made on behalf of the Detroit Board of Commerce by 
Grant Arnold, manager of its transportation bureau, in a brief 
in Ex Parte 163. He referred to an exhibit he had prepared 
showing, among other things, that six express shipments from 
Lancaster, Pa., required four days to reach Detroit and that five 
shipments from Lancaster reached Detroit in two days. 

“If present charges prevent the Agency from competing for 
small shipments,” said the Detroit B. of C., “what chance will the 
agency have with increased rates? Witness Grant Arnold... 
told how many shippers were switching to other forms of trans- 
portation because of the poor express service. Now that air 
freight rates are approaching the level of express rates, a greater 
amount of tonnage may be diverted.” 


Position of North Dakota Interests 


The express agency’s rate increase proposals were criti- 
cized in several respects in a brief filed on behalf of the North 
Dakota Public Service Commission, the Chamber of Commerce 
of that state and: the Minot, N. D., Association of Commerce. 

“We do not believe that the present proposal of the agency 
is consistent with the Commission’s recommendation (in 266 
I. C. C. 382) that ‘such proposal should give consideration to the 
graduation of rates with distance, and to the elimination of 
inconsistencies in its rate structure,’ ’”’ these North Dakota inter- 
ests said. 

As to increases proposed with respect to pickup and delivery 
service, they referred to a statement by the Commission (266 
I. C. C. 379) that disparities in operating ratios of the express 
agency in different parts of the country were due to, among 
other things, “greater cost of handling in the eastern terminals, 
and pick-up and delivery service in the larger cities in the east- 
ern territory.” They contended that the Commission should 
make an investigation to determine if the alleged increase in 
pickup and delivery cotss was incurred in the west or in the 
east. 

“A 50 per cent increase in the minimum charge over Decem- 
ber 12, 1946,” the North Dakota interests said, “should be suffi- 
cient to compensate the Railway Express Agency for any in- 
creased costs incurred in pickup and delivery, at least in this 
territory. . . . The petitioners herein have had no hesitancy in 
advocating a higher scale of rates for western territory even 
though the ration of express privilege payments in the western 
district was substantial and in our opinion producing an equita- 
ble return to the railroads for the transportation of express 
traffic. The higher costs have definitely been established as 
occurring in the east. . . . Therefore, the Commission should 
place the increases in the area in which the increased costs have 
been incurred. . . . The North Dakota interests request . . . that 
an equitable adjustment be prescribed by the Commission, giv- 
ing to each section of the country the rightful charges that they 
may be entitled to.” 


Cc. & N. W. POOLING CASE 


In No. 25979, In the Matter of the Application of Chicago 
& Northwestern Railway Co., et al., for Authority to Pool Pas- 
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senger Train Revenues and Service between Duluth, Superior, 
and Lake Region Points and Chicago-Milwaukee, a third sup- 
plemental application asks authority to eliminate from the 
existing arrangement traffic to and from the so-called “Lake 
Region”, comprising the territory between Gordon and Superior, 
Wis.; a change in the pool percentages so as to make the Soo 
Line’s participation 16 per cent and the North Western Sys- 
tem’s participation 84 per cent, instead of the existing percent- 
ages of 22 and 78, respectively; and the addition of provisions 
for the making of allowances for the operation of extra sleeping 
cars, in the amount of $75 a car operated in regular trains and 
$100 a car operated in extra sections of regular trains. Hear- 
ing and supplemental order are requested. 


C. OF N. J. REORGANIZATION 


Asserting it was following a directive of the federal court 
in New Jersey to file, by August 1, “some form of a document 
and denominate it as its ‘Plan of Reorganization,’ the Central 
of New Jersey has filed with the court, and with the Commis- 
sion, in Finance No. 12620, Central Railroad Co. of New Jersey 
Reorganization, a “plan” which accepts a plan filed earlier by 
three groups of bondholders as a framework with which to 
begin. 

The railroad said that, until the tax claims of the state of 
New Jersey were settled, together with questions arising out 
of a lease of the Lehigh & Susquehanna, and a revision of rates, 
no adequate plan could be consummated. 

It said the plan was filed to safeguard its statutory rights, 
with and understanding that it might be supplemented ‘ater. 

In discussing certain features of the bondholders’ plan of 
reorganization, the railroad said any plan proposed at this time 
should provide for participation of its common stock holders to 
an extent to be determined after adjudication of the state’s 
claims and the other matters it mentioned. 


OKLAHOMA CLASS RATE ACTION 


The Oklahoma commission has conformed intrastate class 
rates in that state to the interstate level recently authorized 
by the Commission in No. 28300 and Ex Parte 162 (see Traffic 
World, July 12, p. 91). 


CHANGES IN DOCKET 
Hearing in MC 48784, Sub. 1, assigned for August 4, at Buffalo, 
N. Y., was postponed to a date to be fixed. 
Hearing in Fourth Section Application 22708, assigned for August 7, 
at Washington, D. C., was cancelled. 


DIGEST OF 


Yew (Co 


No. 29800, Increases in Tennessee Freight Rates and Charges. 

Investigation instituted by tthe Commission, division 1, in re- 
sponse to petition of the Alabama Great Southern and other rail- 
roads operating in Tennessee alleging refusal of the Railroad and 
Public Utilities Commission of the State of Tennessee to permit in- 
creases in freight rates and charges on Tennessee intrastate traffic 
corresponding to those approved for interstate application in Ex 
Parte 162 and Ex Parte 148, established January 1, 1947, to deter- 
mine whether such intrastate rates and charges cause undue and 
unreasonable advantage, preference, and prejudice as between per- 
sons or localities in intrastate commerce, on the one hand, and 
interstate commerce, on the other, and undue, unreasonable, and 
unjust discrimination against interstate and foreign commerce. 
Proceeding assigned for hearing September 4 at the Andrew Jack- 
son Hotel, Nashville, Tenn., before Examiner F. L. Sharp. 

. 29803, F. L. Watkins Co., Inc., Seat Pleasant, Md., vs. B. & O., et al. 

Rates and charges, bituminous coal, carloads, from mines in 
Kentucky, Virginia and West Virginia, and anthracite coal, car- 
loads, from mines in Virginia, to Seat Pleasant, Md., in violation 
of sections 1, 2 and 3. Asks a cease and desist order, rates and 
reparation. (Benjamin J. Brooks, Cedar Lane, Sleepy Hollow 
(P. O.), Falls Church, Va.) 

. 29801, Rayonier Incorporated, New York, N, Y., vs. Gulf, Colorado 
& Santa Fe, et al. 

Rates and charges, crude sulphur, carloads, shipped October 8, 
1944, to July 24, 1947, from Newgulf, Tex., to Fernandina, Fla., in 
violation of section 1. Asks a cease and desist order, rates and 
reparation. (Wilbur La Roe, Jr., Investment Bldg., Washington 5, 
a C29 

. 29802, D. M. Jewett, Inc., South Deerfield, Mass., vs. A. C. L., et al. 

Rates and charges, cucumbers, carloads, from Denmark, Cope and 
Norway, S. C., to South Deerfield, Mass., shipped in the period 
May 1, 1945, to July 30, 1945, in violation of sections 1 and 3. Asks 
a cease and desist order, rates and reparation. (D. M. Jewett, Jr., 
vice-president, D. M. Jewett, Inc.) 
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Authority for Newtex Ship Line 
Service Expansion Proposed 


The Newtex Steamship Corporation, of New York City, 
would be permitted to expand its presently authorized intra- 
coastal operations as a common carrier of commodities gener- 
ally, by the institution of service between the port of New York 
and Port Isabel, Tex., and between the port of Baltimore, Md., 
and Port Isabel and Brownsville, Tex., under terms of a pro- 
posed report issued by the Commission’s Bureau of Water Car- 
riers and Freight Forwarder in W-896, Sub. 3, Newtex Steam- 
ship Corporation Extension—Baltimore. 

The bureau said that Newtex now held authority to operate 
as a common carrier by self-propelled vessels between New 
York and the ports of Brownsville and Houston, Tex., and that 
it held temporary authority for operations between New York 
and Galveston and Houston, and between Baltimore and Boston, 
Mass., on the one hand, and Galveston, Houston, Port Isabel and 
Brownsville, Tex., on the other. 

“Brownsville is approximately 18 miles from port Isabel,” 
the bureau said. “Both of these ports are about the same dis- 
tance from the producing sections of the Rio Grande Valley area 
from which applicant expects to draw most of the traffic to be 
handled northbound. Authority to serve Port Isabel is desired 
primarily for operating convenience because ocean-going vessels 
can dock there at any hour, whereas daylight is required to 
navigate the channel into the Brownsville turning basin. Also, on 
occasions, the warehouses at Brownsville are unable to handle 
freight awaiting shipment and it is necessary to use the storage 
facilities at Port Isabel. A number of shippers have indicated 
they have need for and desire the proposed service between New 
York and Port Isabel and between Baltimore and Port Isabel- 
Brownsville. Applicant estimates that the weekly tonnage north- 
bound will be approximately 2,230 tons of freight . . . and that 
the weekly tonnage southobund will amount to approximately 
200 tons . . . No common carrier by water presently holds 
authority to perform service between these ports.” 























Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration of 20 
days from date of service of reports (unless otherwise stated), become 
effective unless exceptions have been filed within the 20-day period or 
exceptions have been seasonably filed by other parties, or the order has 
been stayed or postponed by the Commission. State in which applicant 
has home office is shown in “black face’ type, with name of town or 
city following.) 


Pennsylvania (Clearfield)—-MC 108456, Blake Brown and 
Howard Brown, dba Brown Brothers. Permit proposed. Pro- 
cessed cheese, raw cheese, pimentos, chemicals and paper 
cartons, between Currensville, Pa., on the one hand, and, on the 
other, points in W. Va., O., Ky., Ill., Mich., Ind., Wis., and Minn., 
over irregular routes, traversing Ia., for operating convenience. 


Nevada (Elko)—MC 108090, Michel Sanchotena, dba Ne- 
vada State Truck Line. Certificate proposed and dual opera- 
tions recommended. Live stock, between points in Nev., within 
100 miles of Elko, Nev., including Elko, over irregular routes, 
subject to restriction that service shall not be provided between 
mg two incorporated cities or towns both of which are served 

y rail. 

Pennsylvania (York)—-MC 105811, Sub. 4, Spring Garden 
Brick & Clay Products Co. Permit proposed. Cinder and con- 
crete blocks, from York, Pa., and points within 2 miles of York, 
to points in Fairfax county, Va., over irregular routes. 

Pennsylvania (Downingtown) — MC 73756, Sub. 1, Waste 
Motor Haulage Co. Permit proposed. Paper board products, 
from Downingtown, Pa., to Washington, D. C., and points in 
Conn., Del, Md., N. J., N. Y., and Va., within 250 miles of 
Downingtown, Pa., and returned empty skids on return move- 
ments, over irregular routes. 

Pennsylvania (Hanover) — MC 56167, Sub. 1, David K. 
Hershey. Certificate proposed. Crushed stone and crushed lime- 
stone products, from points in Adams county, Pa., to points in 
Md., over irregular routes. 

lowa (Fort Dodge)—MC 52110, Sub. 43, Brady Transfer 
& Storage Co. Denial of certificate proposed. General com- 
modities, with exceptions, traversing Wis., for operating con- 








































venience in the conduct of irregular route operations between 
Chicago, Ill., on the one hand, and, on the other, Minneapolis, 
St. Paul, and Rochester, Minn. 

New Jersey (Trenton)—-MC 47227, Sub. 1, Anton Hollen- 
donner, dba Holland Trucking. Denial of certificate proposed. 
Newsprint, newspapers, magazines parts and supplements, cata- 
logue parts and supplements, and returned empty containers 
used in the transportation of such commodities, between Tren- 
ton, N. J., on the one hand, and, on the other, Philadelphia, Pa., 
and New York, N. Y., over irregular routes. 

Texas (Perryton)—-MC 108005, Sub. 1, O. A. Schuster. 
Certificate proposed. Liquefied petroleum gases, in bulk, in tank 
trucks, between points in described areas of Tex., Okla., and 
Kan., over irregular routes. 

New York (New York)—MC 107982, William D’Angelo, 
dba Willy’s Distributing Service. Denial of certificate proposed.. 
Meat, meat products, and poultry, other than live poultry, 
dressed or undressed, from New York, N. Y., to points and 
places in N. Y., Conn., N. J., and Pa., over irregular routes. 

Nebraska (Hastings)--MC 107964, Martin R. Hinrichs and 
William H. Snell (corrected). Denial of application for permit 
proposed for want of prosecution. Farm truck bodies and parts, 
supplies and accessories thereof, from Hastings, Neb., to points 
in Neb., Ia., Colo., Mo., Kan., Ark., Okla., and S. D., and mate- 
rials used in. the assembly and manufacture of farm truck 
bodies on return, over irregular routes. 

Tennessee (Memphis)—-MC 107912, Sub. 2, John S. Mur- 
phey, dba Murphey Truck Lines. Denial of certificate pro- 
posed. General commodities, with exceptions, between Holly 
Springs, Miss., and Memphis, Tenn., over U. S. highway 79. 

Indiana (Indianapolis) — MC 107445, Sub. 2, Underwood 
Machinery Transport, Inc.’ Certificate proposed. Such com- 
modities which by reason of size or weight require the use of 
special equipment, between specified points in Ind., on the one 
hand, and points in IIll., Ky., O., and Mich., on the other, over 
irregular routes, subject to request for withdrawal of appli- 
cant’s form BMC 75 filed in MC 107445, Sub. 1. 

Georgia (Atlanta)—-MC 100636, Sub. 12, B. C. Simpson, dba 
Simpson Trucking Co. Certificate proposed. General commodi- 
ties, with exceptions, between Decatur, Ga., and Lawrenceville, 
Ga., with no service at Lawrenceville and intermediate points, 
over a regular route for operating convenience only in connec- 
tion with applicant’s presently authorized routes. 

Massachusetts (Boston)—-MC 72349, Sub. 4, Eastern Massa- 
chusetts Street Railway Co. Certificate proposed. Passengers 
and their baggage, in the period from April 1 to November 30, 
both inclusive, of each year, in round-trip special operations, 
beginning and ending at Malden, Mass., and extending to Nar- 
ragansett Park race track, Pawtucket, R. I., over irregular 
routes. 


Michigan (Grand Rapids)—-MC 35628, Sub. 100, Interstate 
Motor Freight System. Certificate proposed. Felt base floor 
covering, serving Salem, N. J., as an off-route point in connec- 
tion with applicant’s presently authorized route between Phila- 
delphia, Pa., and Baltimore, Md., set forth in certificate MC 
35628, restricted to traffic moving to or from points presently 
authorized to be served west of a line extending between Buf- 
falo, N. Y., and Pittsburgh, Pa. 

Minnesota (St. Paul)—-MC 11112, Sub. 12, Murphy Motor 
Freight Lines, Inc. Certificate proposed. General commodities, 
with exceptions, over a specified route between Minneapolis, 
Minn., and Mason City, Ia., serving intermediate and off-route 
points which are stations on the line of the Minneapolis & St. 
Louis: Railway. The report noted that the applicant, under 
temporary authority conditioned to expire September 27, 1947, 
performed daily substituted motor-freight service for the rail- 
way since February, 1943, and said it was proposed to continue 
such service for which permanent authority is sought. 

Ohio (Galion)—MC 108492, John H. Eldred. Permit pro- 
posed. Grave vaults, dump truck bodies, hoists, and coal con- 
veyors, from Galion, O., to points in Ala., Ark., Conn., Del., Fla., 
Ga., Ill., Ind., Ia., Ky., Me., Md., Mass., Mich., Minn., Miss., Mo., 
N.- Hi: N. d.,.N. Y., N.C, Pa, 8. C,, Tem. V6. Va... W.Va, 
Wis., and D. C., over irregular routes, traversing R. I. for 
operating convenience, with rejected shipments on return. 
New Jersey (Newark)—MC 107924, Carr Burrell, Newark, 
N. J. Denial of application for certificate proposed on finding 
applicant’s proposed operations to be exempt under section 203 
(b) (7a) of the act. Passengers and their baggage, between 
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Newark municipal airport, Newark, N. J., and New York, N. Y., 
over U. S. highway 1 via the Lincoln Tunnel, and return. The 
report said applicant only intended to transport passengers and 
their baggage arriving by aircraft at the Newark airport and 
bound for New York City and those from New York City to the 
Newark airport departing by aircraft from such point, and con- 
cluded that the proposed operation was wholly “incidental to 
transportation by aircraft” for which no authority was required. 

Indiana (Michigan City)—-MC 108612, Lloyd Gable, dba 
Lloyd Gable Limestone Service. Certificate proposed. Lime- 
stone from Thornton, IIll., to points in La Porte, Porter, and 
Lake counties, Ind., over irregular routes. 

INMinois (Chicago)—-MC 108530, National Auto Carriers, Inc. 
Permit proposed. New automobiles, new trucks, new chassis, 
new bodies, in initial movements, in driveway and truckaway 
service, and parts of such motor vehicles when moving in con- 
nection with initial movements of the described vehicles, over 
irregular routes, from Chicago, Ill., to all points in U. S., and 
rejected shipments on return. 

Virginia (Danville)—-MC 108415, Lawrence G. Summerlin, 
dba Greyhound Delivery Service. Permit proposed. Such com- 
modities as are dealt in by chain retail and mail order depart- 
ment stores, under individual contracts or agreements, between 
Danville, Va., on the one hand, and, on the other, points in 
Caswell and Rockingham counties, N. C., within 50 miles of 
Danville, over irregular routes. 

Kansas (Wichita)—-MC 108142, W. C. Stopher. Denial of 
certificate proposed. Automobiles, trucks and commercial cars 
from place of manufacture, assembly, warehouses and other 
concentration points in Detroit, Mich., Chicago, Ill., St. Louis, 
St. Joseph, and Kansas City, Mo., to Wichita, Kan., by trucka- 
way method, over irregular routes. 

lowa (Council Bluffs)—-MC 107854, Grosse Transfer. Cer- 
tificate proposed. Livestock between Council Bluffs, Ia., and 
points in Ia., within 25 miles of Council Bluffs, on the one hand, 
and, Omaha, Neb., on the other, and from points in Neb., and 
Kan., to Council Bluffs and points in Ia., within 25 miles of 
Council Bluffs, feed, from Omaha to Council Bluffs and points 
in Ia., within 25 miles of Council Bluffs, and agricultural im- 
plements and farm machinery and their parts from Lincoln, 
Neb., to Council Bluffs, Ia., over irregular routes. The proposed 
authority is on condition that applicant maintain completely 
separate accounting systems for its private and for-hire opera- 
tions and shall not at the same time and in the same vehicle 
rina + som property both as a private carrier and as a carrier 

or hire. 


Florida (Pompano)—MC 107818, Sub. 1, Nathan Green- 
stein, dba Greenstein Trucking Co. Certificate proposed. Fresh 
fruits and vegetables from Pompano, Fla., to Chicago, IIl., St. 
Louis, Mo., Richmond, Va., Baltimore, Md., Philadelphia, Pa., 
New York, N. Y.,-and D. C., and from Crozet, Va., and Cham- 
bersburg, Pa., to Chicago, fresh vegetables from Lake City, 
S. C., to Chicago, Richmond, Baltimore, Philadelphia, New 
York, and D. C., fresh fruits from Candor, N. C., to Chicago, 
Richmond, Baltimore, New York, Philadelphia, and D. C., and 
from Lockport, Pa., to Chicago, and dairy products from Bald- 
win, Westfield, and Thorp, Wis., and Kansas City, Mo., to Mi- 
ami, Fla., over irregular routes. 


Missouri (Waynesville)—MC 107588, Sub. 1, Bill Finley 
and Dewey Finley, dba Finley’s Bus Service. Certificate pro- 
posed. Passengers, baggage, express, mail and newspapers be- 
tween West Plains, Mo., and Mountain Home, Ark., over a spec- 
ified regular route. 


New York (New York)—MC 95253, Sub. 8, Weidberg De- 
livery Service. Certificate proposed. Store and office fixtures 
and kitchen equipment, uncrated, between New York, N. Y., on 
the one hand, and, on the other, points in Va., W. Va., Ga., 
N. C., S. C., Fla., and O., over irregualr routes. 

IMinois (Jacksonville) —-MC 59717, Sub. 4, Jacksonville Bus 
Line Co. Certificate proposed. Passengers, baggage, express 
and newspapers between Havana, Ill., and Peoria, Ill., and be- 
tween Orchard Mines, Ill., and Pekin, Ill., over specified routes, 
subject to restriction that no interstate passengers may be car- 
ried between Peoria and Pekin, and subject to request from 
applicant for cancelation of its present regular route authority 
between Havana and Pekin in certificate MC 59717. 

Arkansas (El Dorado)—-MC 57664, Sub. 10, Robert Newell, 
dba Bob Newell’s Wheeling Pipe Line. Certificate proposed. 
Petroleum and petroleum products, in tank trucks, between 
points in Warren and Washington counties, Miss., and points in 
defined areas of La., Tex., and Ark., over irregular routes. 

Pennsylvania (McKeesport)—-MC 52933, Sub. 6, George 
Billy. Certificate proposed. Malt beverages, in containers, from 
McKeesport, Pa., to points in Md., west of U. S. highway 1, 
except Baltimore and points in Md., within 20 miles thereof, 
and except points within 10 miles of D. C., with damaged or 
rejected shipments and empty malt beverage containers on 
return, over irregular routes. 
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Kansas (Scottsbluff)—-MC 52409, Sub. 1, Bamrick Truck. 
ing Co. Denial of certificate proposed. General cOmmodities, 
with exceptions, between Denver and Alliance, Neb., over a 
regular route, and between Denver and points within 10 miles 
thereof, on the one hand, and, on the other, points in Neb., 
within 150 miles of Scottsbluff, including Scottsbluff, and live- 
stock between points in Neb., on the one hand, and, on the 
other, points in Colo., Wyo., and S. D., and between points 
in S. D., on the one hand, and, on the other, points in Colo., 
over irregular routes. 

Washington (Everett)—-MC 40505, Sub. 7, Everett A. Hog- 
land, dba Hogland Transfer Co. Denial of certificate proposed. 
Machinery, contractors’ equipment, construction materials and 
commodities requiring special equipment or specialized handling 
because of size or weight, between specified points in Wash., 
and between specified points in Wash., on the one hand, and. 
on the other, specified points in Ore., and ammunition and 
dangerous explosives between specified points in Wash., over 
irregular routes. 

Massachusetts (Boston)—-MC 31600, Sub. 80, P. B. Mutrie 
Motor Transportation, Inc. Certificate proposed. Petroleum 
and petroleum products, in bulk, in tank trucks, from points 
in Me., Mass., and R. I., to points in described areas in Conn., 
Mass., N. H., and Vt., over irregular routes. 


Connecticut (Norwich)—MC 29737, Sub. 2, Sydney Blinder- 
man, dba R. Blinderman Motor Lines. Certificate proposed. 
New furniture, uncrated, between Norwich, New London and 
Jewett City, Conn., on the one hand, and, on the other, points 
in N. Y., N. J., R. L, Mass., Conn., and Pa., over irregular 
routes. 


Louisiana (New Orleans)—-MC 1501, Sub. 10, The Grey- 
hound Corporation. On further hearing, recommends affirma- 
tion of prior report, issued August 9, 1946, and grant of cer- 
tificate. Passengers, baggage, express, mail and newspapers 
between Slidell, La., and junction of U. S. highways 90 and 190, 
over U. S. highway 190, serving all intermediate points. 


Washington (Seattle)—-MC 339, Sub. 3, Lincoln Movers, 
Ine. Denial of certificate proposed. Household goods between 
points in Wash., east of the Cascade Mountains and points in 
Ore., on the one hand, and, on the other, points in Calif., over 
irregular routes. 


Kentucky (McCarr)—MC 108443, Anthony Smith. Certifi- 
cate proposed. Passengers and their baggage between Ransom, 
Ky., and Matewan, W. Va., over a described regular route and 
return over the same route, serving all intermediate points. 

Indiana (Union City)—-MC 108328, Bailey Trucking, Inc. 
Denial of permit proposed. General commodities between Union 
City, O., on the one hand, and, on the other, points in IIL, Ind., 
Ia., Ky., Mich., Mo., O., Pa., Va., W. Va., and Wis., over irreg- 
ular routes. 

Indiana (Westville)—-MC 108312, W. H. Carson. Certificate 
proposed. Over irregular routes, (1) agricultural limestone, 
from Thornton, Ill., Chicago, Ill., Riverside, Ill., and from points 
within four miles of La Grange, IIll., and (2) live stock from 
points in La Porte County, Ind., to Chicago, Ill., and (3) rejected 
shipments of the aforementioned commodities in the reverse 
direction. 

Montana (Billings)—-MC 107848, Sub. 1, Henry W. Reimers, 
dba G. & W. Building. Certificate proposed. New automobiles 
and new trucks, in secondary movements, in truckaway service, 
over irregular routes, from Sioux Falls, Mitchell, Huron, and 
Aberdeen, S. D., to points in Mont., traversing N. D. and Wyo. 
for operating convenience only, and return with refused or 
rejected shipments. 

Wyoming (Lovell)—-MC 107452, Clarence R. Mangus. Cer- 
tificate proposed. Live stock, feeds, and seeds between Billings, 
Mont., and points in Mont. within 50 miles thereof, on the one 
hand, and, on the other, Lovell, Wyo., and points within 50 
miles thereof, except those in Park County, Wyo., over irreg- 
ular routes. 

Mississippi (Jackson)—-MC 104430, Sub. 10, Capital Trans- 
port Co., Inc. Certificate proposed. Refined petroleum products, 
in bulk, in tank trucks, from Vicksburg, Miss., to points in La. 
located on and north of U. S. highway 84 from the Mississippi 
River to Winnfield, La., and on and east of U. S. highway 167 
from Winnfield to the La.-Ark. line, over irregular routes. 

Pennsylvania (Altoona)—-MC 103392, Sub. 6, John M. Porta. 
Permit proposed. Plasterboard, lime and cement from Genoa, 
O., and Oakfield, N. Y., to Altoona, Pa., over irregular routes. 

Pennsylvania (York)—MC 102616, Sub. 352, Coastal Tank 
Lines, Inc. Certificate proposed. Over irregular routes, petro- 
leum products, in bulk, in tank cars, from Canton, Warren, and 
Youngstown, O., and points in O. within five miles of each, to 
points in five Pa. counties, and to: Oil City and Freedom, Pa., 
with rejected shipments of the same commodities on return. 

Pennsylvania (McKeesport) — MC 52933, Sub. 7, George 
Billy. Denial of certificate proposed. Over irregular routes, 
malt beverages from McKeesport to points in Washington, 
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D. C., operating through Md. for convenience, and rejected malt 
beverages and empty containers on return. 

lowa (Des Moines)—MC 7777, Sub. 15, Jack Rosenstein, 
dba Rose Line Transportation Co. Denial of permit proposed. 
Rugs and linoleum and materials and supplies used in the lay- 
ing of rugs and linoleum, (a) from East Walpole, Mass., Kearny 
and Trenton, N. J., Carlisle, Marcus Hook, and Philadelphia, 
Pa., Amsterdam, Yonkers, and New York, N. Y., to Davenport, 
Fort Dodge, Cedar Rapids, Waterloo, and Marshalltown, Ia., 
St. Paul, Minneapolis, Duluth, and Sauk Center, Minn., and 
Fremont and Lincoln, Neb., and (b) from East Walpole, Tren- 
ton, and Amsterdam to Des Moines, Ia., and Omaha, Neb., and 
rejected shipments on return movements over irregular routes 
in each instance. 

New Hampshire (Keene)—MC 5459, Sub. 1, Herman O. E. 
Lagerberg. Denial of certificate for want of prosecution pro- 
posed. Merchandise dealt in by wholesale and retail grocery, 
drug, and food business houses, and, in connection therewith, 
equipment, materials and supplies used in the conduct of such 
businesses, between Keene, N. H., on the one hand, and, on the 
other, points in described areas of Vt. and Mass., over irreg- 
ular routes. 

Oregon (Canyon City)—MC 4136, Sub. 3, Freda McNutt. 
Certificate proposed. General commodities, with exceptions, be- 
tween Vale, Ore., and Ontario, Ore., over U. S. highway 28, 
serving all intermediate points and off-route points within one 
mile of that highway, with exceptions. 

Illinois (Chicago)—-MC 3560, Sub. 8, Seaboard Freight 
Lines, Inc. Denial of certificate for want of prosecution pro- 
posed. General commodities, with exceptions, serving Aberdeen, 
Aberdeen Proving Grounds, and Silver Spring, Md., as off-route 
points in connection with applicant’s authorized regular-route 
operations. 

New Jersey (Long Branch)—-MC 2255, Sub. 3, Howard W. 
Brown and Charles Zingenfuso. Certificate proposed on further 
hearing. Compressed yeast, other than dry, from New York, 
N. Y., to Florida City, Fla., over routes described in appendix 
to prior report, serving all intermediate and off-route points in 
the New York City commercial zone, restricted to pick-up only, 
and all intermediate points in Fla., restricted to delivery only. 


New Government Complaint Asks 


Reparation on Steel Landing Mats 


The basis of the new complaint filed by the Department 
of Justice, asking reparation of an undetermined amount from 
more than 900 railroads for westbound transcontinental ship- 
ments of steel airplane landing mats is that similar iron and 
steel articles included in the “comprehensive” iron and steel 
list in the tariffs were given more favorable treatment (see 
Traffic World, Aug. 1). 

Reparation is asked on “several thousand carloads” of the 
mats, shipped between January 1, 1942, and June 30, 1946, from 
interior points to Pacific Coast points, in both domestic and 
export traffic. Until December 14, 1942, the complaint said, 
there were no specific ratings or rates for steel landing mats, 
on which date item 25207 in supplement No. 21 to Consolidated 
Freight Classification No. 15 established a specific rating. No 
change was thereafter made in the classification, it said, 
“thereby leaving the class rates 37% per cent of their first 
class rates as the only published rates specifically applicable 
to these shipments during the period covered by this complaint.” 

Charges appeared to have been assessed in accordance 
either with those class rates or section 22 quotation 64-B which, 
the complaint said, “purported” to accord reduced rates, but it 
said ‘all of those rates substantially exceeded just and reason- 
able rates and charges for transportation of the shipments 
here involved.” 

Transcontinental westbound tariffs for many years named 
general commodity rates, domestic and export, that were “dras- 
tically lower” than the class rates and applied on virtually 
every mill-product article of iron or steel known to commerce, 
said the complaint. The steel landing mats did not differ in any 
material respect from numerous other articles in the iron and 
steel list, it said, asserting the railroads had been repeatedly 
— since November, 1942, to adjust the rates complained 
of. 

By reason of these facts, said the government, it had been 
subjected to rates that were in violation of section 1, and had 
been injured thereby “in a sum of money the exact amount of 
which is not presently ascertainable.” 

It asked the Commission to find those rates unreasonable 
to the extent they exceeded rates on manufactured iron or steel 
articles, or, in the alternative, that the Commission find the 
extent to which the rates were unjust and unreasonable during 
the period mentioned, and to award reparation. 

D. of J. Officials’ Views 

‘“‘For a great many years,’’ Attorney General Clark said, ‘‘the rail- 

roads have given substantial equal rates to hundreds of articles made 
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from iron and steel, even though many of the articles are dissimilar. 
The steel landing mats involved here were not dissimilar to many iron 
and steel articles given more favorable rate treatment in the railroads’ 
tariffs; yet in the midst of the war the railroads refused the govern- 
ment’s request for rates on these landing mats equal to that accorded 
other articles made from iron and steel. Accordingly, the government 
was required to pay, in many instances, more than six times as much 
as any other shipper for the equivalent transportation of similar iron 
and steel articles.’’ 

Assistant Attorney General John F. Sonnett, in charge of the anti- 
trust division, stated: ‘‘By the simple expedient of refusing to include 
steel landing mats, by name, in the comprehensive ‘iron or steel articles’ 
sections of their published commodity tariffs, the defendant railroads 
forced the application of high class rates which were inappropriate and 
clearly unreasonable for this traffic.’’ 

The complaint was prepared by David O. Mathews, special assistant 
to the attorney general, and William R. Pierce, special attorney, acting 
under the general supervision of James E. Kilday, chief of the trans- 
portation secticn of the antitrust division. 





Canner Groups Ask Reconsideration 
in Transcontinental Rate Cases 


The Canners League of California and the Northwest Can- 
ners Association have asked the Commission to reconsider its 
decision in No. 29663, Transcontinental Rail Rates and em- 
braced cases (see Traffic World, July 5, p. 13) “so not to dis- 
rupt long standing relationships of rail rates on canned foods.” 

The petitioners asked the Commission to set aside its 
order in the “interim” transcontinental rail and water rate 
cases insofar as it related to canned goods rates between 
Pacific coast terminals and interior points in:California, Oregon, 
and Washington, and the transcontinental terminal groups 
designated A, B, C, D, E, El, F, H, K, K1, L and M. They 
quoted the Commission’s order as saying: 


Also we believe that there should be no increase in rates on 
aluminum and its products, since the general increase permitted for 
them in Ex Parte 162 was the same as that authorized for basic iron 
and steel, and the latter are excepted from the interim-«proposals here. 


They said they agreed with the Commission’s ruling re- 
garding aluminum and its products, but suggested that the 
Commission order did not. go far enough. In the case of canned 
fruits and vegetables, under the Ex Parte 162 decision, said the 
petitioners, there were ordered the same maximum increase 
as with respect to fresh fruits and vegetables—20 per cent in- 
crease a 100 pounds with a maximum of 13 cents “per cwt. 
pounds.” In No. 29663, et al., said the petitioners, fresh fruits 
and vegetables were excluded from the interim proposals in 
like manner as were basic iron and steel. 

‘We, therefore, suggest,” continued the petitioners, “that 
the Commission might consistently except canned fruits and 
vegetables from the interim proceeding on the same reasoning 
that aluminum was excepted.” 

The petitioning league and canners’ association also filed 
with the Commission requests for suspension of certain tariffs 
published to become effective August 15. They said the rates 
in the schedules protested carried the following notation: 
“Issued in compliance with order of the Interstate Commerce 
Commission in Docket 29663 of July 26, 1947.” The Canners 
League of California protested supplement 66 of Agent L. E. 
Kipp’s I. C. C. 1519, item 3800, and the Northwest Canners 
Association protested supplement 29 of Agent Kipp’s I. C. C. 
1527, item 3800. 

Penick & Ford, Ltd., Inc., requested suspension of rates 
on syrup (table syrup), item 7785, from Burlington, Vt., to 
Pacific coast points named in supplement 48, Agent Kipp’s 
tariff I-Z, I. C. C. 1524, and supplement 68, Kipp’s tariff 4-W, 
I. C. C. 1521, filed in connection with No. 29663. Penick & 
Ford also protested rates on molasses and syrup (table syrup), 


New Orleans La., to the Pacific coast, contained in the afore- 
mentioned schedules. 


M. P. Lines Ask Delay of I. C. C. 
Train Signal Order 


Guy A. Thompson, trustee of the Missouri Pacific Railroad 
Co. and subsidiary debtor companies, has asked the Commission 
to postpone until February 16, 1948, the effective date of its 
order of June 17 entered in No. 29543, Appliances, Methods, and 
Systems Intended to Promote Safety of Railroad Operation, re- 
stricting train speeds and requiring installation of signal and 
control devices, insofar as such order applies to Missouri Pacific 
Lines in the process of reorganization under section 77 of the 
bankruptcy act. 

The trustee said a six months’ extension of time was re- 
quested to afford opportunity to develop a program or policy 
with respect to the carrying out of the Commissions’ order, 
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asserting that numerous mortgage trustees and creditors’ com- 
mittees must be fully informed as to any proposed improvement 
programs, and recommendations must be made to the adminis- 
trative judge with opportunity for all concerned to be heard. 

The trustee said he was informed and believed that to in- 
stall signal protection required by the order to maintain present 
speed of passenger and freight trains over the Missouri Pacific 
Lines, aggregating 2,693 miles of trackage, would entail an 
expense to the trust estates of approximately $9,500,000. 
Whether all or a substantial part of this expense could be 
avoided by reducing train schedules, said he, depended on many 
factors, some of which were now being studied and others of 
which could not be determined until he was more definitely in- 
formed as to what connecting and competing carriers expected 
to do with respect to certain operations. He added that speed 
tests were now under way on the Missouri Pacific Lines, and 
additional equipment for the making of such tests was being 
provided, to determine the effect of the order in the event speed 
was reduced within the limits prescribed. 


Motor Carrier Increases 
Hearings in Chicago. 


Opening the hearings at Chicago in I. and S. No. M-2726 
and list supplement, Stopping in Transit, Central Territory, 
and No. MC C518, Stopping in Transit in Central States, and 
MC C-496, Chester G. Moore, chairman of the board of directors 
and general manager of the Central States Motor Freight 
Bureau, appeared as a witness on July 31 for the C. S. F. B., 
with John R. Turney, transportation attorney, as counsel. Mr. 
Moore stated that after the close of the war shipments weigh- 
ing less than 5000 pounds increased in proportion to the total 
number of shipments handled, and that pickup and delivery 
and terminal handling costs as well as other elements of cost 
on shipments of less than 5,000 pounds were such as to require 
substantial increases to offset those costs. The truck operators 
felt, said Mr. Moore, that, since there was very little difference 
in so far as pickup and delivery costs were concerned whether 
shipments offered were first class freight or fourth class freight, 
or whether the shipments moved 50 or 500 miles, a flat rate of 
increase a hundred pounds was the simplest and fairest and 
most equitable way of revising the rate structure to reflect 
the increases in costs. Mr. Moore said it was determined, 
therefore, to increase all rates on shipments of less than 
5,000 pounds by 20 cents a hundred pounds, except in those 
cases where previously there had been added certain arbitraries 
to the rates under 45 cents a hundred pounds, in which case 
the difference between the arbitrary that had previously been 
added and 20 cents a hundred pounds was provided. The pri- 
mary purpose of this flat increase, he said, was to readjust the 
rate structure to properly reflect fixed pickup and terminal 
costs. 

The witness introduced a 6-page exhibit showing the five 
year financial position (1941-45) of all common carriers of gen- 
eral freight in the central region which had annual revenues 
of one million dollars or more during the year 1945. The ex- 
hibit showed, Mr. Moore said, that earnings of Class 1 motor 
carriers in Central Territory have been “unduly and unreason- 
ably depressed, and inadequate.” He pointed out that the 
operating ratio of the Central States’ carriers every year from 
1941 through the first quarter of 1947 was 95 per cent or 
higher, and that in one year—1945—the operating ratio of all 
carriers was 100. 

‘Asserting that an overall operating ratio of 95 per cent or 
higher indicated “a very unhealthy condition in the industry; 
and that for a healthy industry an operating ratio of not more 
than 90 per cent is required,” Mr. Moore said that whenever 
operating ratio was 95 per cent or higher the carrier did not 
have adequate funds to meet the current need to maintain 
a sufficient working capital to cover maintenance, operating 
expenses, and unexpected expenditures. As a result, he said, 
carriers were then compelled to restrict their service, impose 
embargoes upon traffic, eliminate the services at points which 
were burdensome, and select higher quality traffic while dis- 
couraging the. handling of low-grade traffic. Carriers were, he 
said, often compelled to make use of depreciation funds to 
pay losses in operating expenses. This caused them to delay 
replacement of equipment, to resort to the leasing of equip. 
ment or the financing of equipment through outside agencies 
because their companies lacked credit. 

In stating the considerations which led to the filing of the 
suspended tariffs in I. and S. M-2726, Mr. Moore said that in 
the fall of 1946, after the rates being investigated in MC C-496 
and MC C-518 had been in effect about eight months, the car- 
riers began to recognize that, despite the relatively favorable 
operating ratios in the second and third quarters of 1946, the 
advancing costs, particularly labor costs, were creating a situa- 
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tion where all the gains that had been made were rapidly being 
wiped out. Questionnaires returned from C. S. M. F. B. mem- 
bers revelaed that operating costs as reported in December, 
1946, showed an increase of over ten per cent, he said. It was 
estimated that the balance of increased labor costs, not yet 
effected, would be approximately four per cent additional, mak- 
ing a total increase beginning in 1947 of something in excess 
of 14 per cent above costs in the second quarter of 1946, he said. 

Mr. Moore said that the entire burden of the increases 
allowed by the Commission in April of this year fell on the 
volume traffic and none on the less-truckload traffic, and that 
the increase of the volume traffic was only a little more than 
a third of the increase in expenses. He said that if the rates 
under suspension in I. and S. M-2726 should become effective 
the net effect would be an increase of approximately 5% per 
cent overall in the carriers’ revenues. If the operating expenses 
should rmain at the level of the second quarter, the operating 
ratio would be approximately 90 per cent, he said. 

Led by John S. Burchmore, transportation attorney repre- 
senting the National Industrial Traffic League, spokesmen of 
shippers asked whether the wide differential in operating ratios 
of motor carriers as shown in Mr. Moore’s exhibit did not indi- 
cate that high operating costs were due to inefficiency of man- 
agement. Mr. Moore denied this contention. 

Appearing as a witness for the motor carriers on the morn- 
ing of August 1, M. R. Harris of the Indiana Forwarding Co. 
of Indianapolis, Ind., sought to implement the testimony of Mr. 
Moore’s of the preceding day by explaining the effects of higher 
operating ratios on his and other motor freight companies. Mr. 
Harris expressed the opinion that research into methods of han- 
dling freight would probably effect a reduction in the costs of 
operation but with present operating ratios no funds can be 
utilized for that purpose. He said that economies might be 
effected in the future with respect to refrigeration, the joint 
supervision of drivers on highways, with regard to pick-up and 
delivery practices, and in the matter of the present exorbitant 
financing charges made to motor carriers. 


Statement of Dept. of Agriculture Witness 


Donald C. Leavens, transportation specialist in the trans- 
portation rates and services division, U. S. Department of Agri- 
culture, introduced seven exhibits dealing with both the income 
statements reflecting the short-run financial position and the 
balance sheet statements reflecting the long-run financial posi- 
tion of motor carriers on file with the Commission for the years 
1939 and 1946. After explaining these exhibits in detail, Mr. 
Leavens stated that the analysis showed that the financial re- 
sults of the 1946 operations showed that 1946 was a prosperous 
year for the motor carriers in Central Territory and, if based 
on the 1946 record, the carriers “have no justifiable grounds 
upon which to seek increased rates.” 

As to the carriers’ long-run financial position, Mr. Leavens 
stated that the record of growth of the motor carrier industry 
in the central states region in the six years between 1939 and 
1946 indicated that profits have been at a level that permitted 
and encouraged the accumulation of large equity surpluses as 
well as a tremendous expansion in “plant.” ‘This record of 
past performance,” said Mr. Leavens, ‘coupled with the finan- 
cial showing for the year 1946 and the first quarter of 1947, in 
my opinion, conclusively demonstrates that, from the financial 
standpoint, the respondents in this proceeding do not require 
increased rates.” 

Mr. Blake of the Ohio Commerce Commission introduced 
two exhibits with which he attempted to show how the motor 
carriers would benefit by re-adjusting the motor freight weight 
breaking-point from 5,000 pounds to 2,500 pounds. He said that 
adjustment of the breaking-point had proven beneficial to mo- 
tor — in the state of Ohio, who are now operating at a 
profit. 

Arthur H. Schwietert, transportation director of the Chi- 
cago Association of Commerce, testified that the proposal of 
the carriers’ in the interim adjustment disturbed the relation 
between rates on freight of less than 5,000 pounds and freight 
of 5,000 pounds or over in the volume of less-than-truckload 
traffic. 

Following Mr. Schwietert’s testimony, the hearing was 
ended, bringing to a close one week of motor carrier hearings 
in Chicago which began July 29 in hearings in I. and S. No. 
M-2745 and ist supplement, Stopping in Transit, Central Ter- 
ritory, and No. MC C-895, Stopping in Transit in Central States 
and MC C-895, Supl. 1 (see Traffic World, August 2, p. 336). 


A. T. A. TO CONSIDER RAIL INCREASES 
The American Trucking Associations has announced that 
its special committee on Interstate Commerce Commission gen- 
eral rate investigations will meét in Washington, September 5. 
It said members of its national traffic committee and cooperat- 
ing counsel had been invited. 
The trucking industry’s position in railroad jrate cases, 
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August 9, 1947 


“notably Ex Parte 166,” would be considered, said the A. T. A., 
adding that reports would be submitted to the committee on 
the situation in New England, the middie Atlantic region, the 


central states, middle west, southwest, and west. 


Other rail cases to be considered, said the A. T. A., were 
No. 29770, Less Carload—Official Territory, and No. 28310, 
Classification Investigation. The meeting, it said, would also 
be devoted partly to the question of A. T. A. participation in 
the classification and general rate issues involved in New York 
Public Utilities Commission case No. 12877. 

A. T. A. said that on September 4 there would be meet- 
ings of the subcommittee on cost and traffic statistics and the 
traffic subcommittee on classifications. 


C.S.M.F.B. to Petition for Small 
Shipment Differential Restoration 


The Central States Motor Freight Bureau will file with the 
Commission on August 9 a petition for permission to make ad- 
justments in the existing truck rates in its tariffs so as to re- 
store the 20-cent differential between rates on shipments weigh- 
ing under 5000 pounds and those weighing over 5000 pounds. 

Notice of intention to file the petition was contained in a 
letter sent by Chester G. Moore, chairman of the bureau, to its 
members informing them that the bureau’s board of directors 
had decided on the action at a meeting in Chicago last week. 

“The Commission permitted increases to become effective 
in April of this year on shipments over 5000 pounds, but not 
on the more costly shipments—those under 5000 pounds,” said 
the letter, ‘and by such action disrupted the differential that 
had theretofore been established. The petition will seek to re- 
store that necessary differential.” 

Recent surveys among larger motor carriers in the area, 
the letter continued, showed that the cost of handling ship- 
ments of less than 5000 pounds were from 112 to 115 percent 
of resulting revenues, and that losses accruing from that traffic 
were “causing an alarming shrinkage in the profits made on 
other business.” 

The bureau intends to file the petition, which will include 
a prayer for permission to establish the rates on short notice, 
on behalf of all its members, except those which instruct it in 
writing before August 9, not to do so. 

“The petition will leave this office on August 9,” the letter 
concludes. ‘‘Therefore there can be no extension of that noti- 
fication date.” 

Carriers were asked to fill out and return an accompanying 
form with comparative information about revenues and ton- 
nages for the first and second quarter of 1947. 


Boston C. of C. Protests Motor 
Rate Boosts in New England 


The Boston Chamber of Commerce and the New England 
Traffic League have asked the Commission to suspend sched- 
ules of the New England Motor Rate Bureau, Inc. proposing 
increased class or commodity rates on motor traffic moving 
within England. The protested schedules included the bureau’s 
master tariff No. 5 MF-I. C. C. No. A-77, supplement No. 39 
to MF-I. C. C. No. A-48, and other supplements published to 
become effective August 18. 

The protestants said it might be that in sections of New 
England recent wage increases had so adversely affected the 
revenues of some motor carriers as to make profitable opera- 
tions difficult, if not impossible. They added that “if this be 
so, we concede that some measure of relief in the form of 
increased rates, is warranted.” Continuing, the protestants 


said: 


However, failure of the petitioners to justify their alleged need for 
the increases sought, to the satisfaction of the buyers of truck trans- 
portation represented by the parties to this petition, apparently well 
founded and persistent rumors that a sizable number of truck operators 
do not need or desire the proposed increases, the admission of peti- 
tioners that the average operating ratio of 125 Class I carriers during 
the first quarter of 1947 was 91.2, the present chaotic condition of the 
New England motor-carrier class-rate structure resulting from the 
byramiding of various types of rate increases, one upon the other, the 
continuing tendency to initiate further increases to meet alleged changed 
conditions, prior to final disposal by the Commission of pending rate 
teadjustments, as illustrative, Ex Parte MC-22, New England Motor- 
Carrier Rates and MC C-527, New England—1946 Increased Rates, and 
the adverse effect of steadily increasing transportation costs on our 
domestic economy, convince the parties to this petition that the time 
has arrived, when in the public interest, further increases should not 
be permitted to become effective prior to investigation by the Com- 
Mission as to the reasonableness and propriety of carrier proposals. 


The protestants referred to hearings held in Boston, June 9, 
and in Hartford, Conn., June 10, on proposals for, among 
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other things, adding surcharges to all New England traffic 
other than that to New York and its metropolitan area provid- 
ing for minimum charges of 25 cents, 7 cents up to 6,000 pounds, 
5 cents from 6,000 to 12,000 pounds, 3 cents from 12,000 to 
20,000 pounds, and 2 cents over 20,000 pounds. 

On June 19, said the protestants, the motor rate bureau 
issued a “disposition advice” to the effect that the following 
action had been taken: 


On class and commodity rates (except to, from or between New 
York City metropolitan area and New Jersey area) should be increased 
as follows: Minimum charges to be increased 10 per cent to the nearest 
5 cents. All other rates to be increased 10 per cent subject to a maxi- 
mum increase of 2 cents per 100 pounds on truckloads. These rates are 
to be filed as expeditiously as possible, and the Commission requested 
to allow same to become effective without suspension but subject to a 
later hearing as to their reasonableness. 


The protestants said similar action was taken by the East- 
ern Motor Freight Conference, Inc. in a “disposition advice” 
of June 11 as supplemented by general disposition notice dated 
June, 1947. 

At the Boston hearing, said the protestants, a rate-bureau 
spokesman said the proposed increases were necessary to meet 
increased operating costs resulting from recent wage increases 
in the New Hampshire, North Shore, Lowell-Lawrence and 
Albany-Pittsfield areas approximating 25 per cent, “a threat- 
ened increase in those sections of Massachusetts, Rhode Island 
and Connecticut operating under the so-called tri-state agree- 
ment, ranging from 22 to 30 per cent and a threatened increase 
in Maine, which had reached the arbitration stage and presum- 
ably will in a substantial way follow the pattern already deter. 
mined upon in other areas.” 


Private Motor Carriers Object to 
Scope of Safety Regulations 


Objections of private motor carriers to proposed I. C. C. 
safety regulations are set forth in further comment on the 
proposals by Vincent O’Donnell, acting secretary of the Private 
Carrier Conference of the American Trucking Associations, 
Inc., in a letter to George’ R. Wellington, chief, section of 
safety, I. C. C. Bureau of Motor carriers. 

The proposed safety regulations have been the subject of 
long conferences at the Commission and Mr. O’Donnell’s letter 
supplements views submitted on behalf of private carriers at 
these conferences. 

é Private carriers, according to the communication, fear 
being swamped by a character of regulation that they believe 
‘will materialize if some of the proposed regulations are made 
effective. They say they can be confronted with too much 
“meeting of specifications” with its resultant inconsistencies and 
hardships to truck operators. Therefore, they say, considerable 
restraint when following such a policy should be practiced. The 
reference here was particularly to brake lining, brake hose, 
conduits, wiring, fuel tanks, glazing light bulbs, etc. ; 

_ Two paragraphs from Mr. O’Donnell’s summary of the 
private carriers’ objections, indicating the attitude of the pri- 
vate carriers, follow: 


Regulations as comrehensive as here outlined, which will be 
saddled onto literally thousands of private carriers in local delivery 
presently exempted, will prove to be a tremendous task of administra- 
tion and enforcement. Such work should not be undertaken unless a 
creditable job can be done, for the establishment of requirements with- 
out the means of enforcement is poor regulation, and will surely result 
in a debasement of your whole regulative structure. Is the Commission 
prepared at this time to enforce its new proposals on the local delivery 
trucks situated in the many towns near state borders? Has the Com- 
mission now attained a position of having achieved substantial enforce- 
ment of the existing restrictions which it applies to interstate private 
carriers? If not, how can it justify the removal of its present exemp- 
tions and the burdensome increase to its existing stipulations? 

The extra cost to private carriers for complying with your new 
proposals will be substantial. Is this additional burden warranted? 
What is the need for increasing the number of private carriers you 
regulate, and increasing the severity of this regulation? What justifica- 
tion has been developed? We have learned of nothing that warrants 
these changes. 


NEW HAVEN REORGANIZATION 


The reorganization committee for the New Haven, by an 
application in Finance No. 10992, New York, New Haven & 
Hartford Railroad Co. Reorganization, has asked the Commis- 
sion for authority to issue securities and assume obligations 
and liabilities, and to transfer the involved properties on con- 
summation of the approved plan of reorganization. 

Among other things, the committee said that, subject to 
approval of the district court, it had determined to change 
the date for the computation and capitalization of claims from 
July 1, 1943, to July 1, 1947. In advancing the date, the com- 
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mittee said it would ask approval of a payment in reduction 
of claims of $8,511,731 so that the total due on secured claims 
to be satisfied in new securities under the plan, as of July 1, 
1947, would be the same amount as due on such claims as of 
the earlier date. 

The committee also said the general assembly of Con- 
necticut had enacted legislation necessary to amendment of 
the charter of the corporation as modified by the provisions of 
the plan, and that the governor had approved the legislation 
in June. 


Buckingham Transportation Co. 
Plans Successor Corporation 


Owners of the Buckingham Transportation Co., of Rapid 
City, S. D., have filed with the Commission an application, 
docketed as MC F.3555, in which they seek authority requisite 
to effectuation of their proposal to transfer properties and 
operating rights of Buckingham and the certificate for operat- 
ing rights now exercised by Buckingham under a lease-with- 
option-to-purchae agsreement to a new corporation to be 
known as Great American Dispatch, Inc., with headquarters 
in Detroit, Mich., in which the four partners of the Buckingham 
company would have a 50 per cent interest. 

The Buckingham partners are Earl F., Harold D., Oliver 
L. and Glen O. Buckingham. Joining them as incorporators of 
Great American Dispatch, Inc., are Charles E. Stilson, of 
Detroit, who is president of the new corporation and is not 
now affiliated with or employed by any other motor carrier, 
according to the application, and James B. Godfrey, Jr., of 
Detroit, who, the applicants say, is secretary of the new cor- 
. poration and principal stockholder of Great American Trans- 
port System, a motor common carrier of general commodities 
operating between Detroit, Chicago, and Joliet, Tl. 

Buckingham Transportation Co., according to the applica- 
tion, now has common carrier authority for transportation of 
general commodities over regular routes between Denver, Colo., 
and Omaha, Neb., and over regular routes between points in 
—— Dakota, Wyoming, Colorado, Minnesota, Nebraska and 
owa. 

The leased operating rights proposed to be transferred to 
Great American Dispatch, under terms of the application, are 
those of the estate of Jacob W. Wiederspan, dba Nebraska 
Transit Lines (Ester B. Wiederspan, administratrix), Lincoln, 
Neb., under a certificate granted in MC 20754, covering trans- 
portation of general commodities over regular routes between 
Lincoln, Neb., and Chicago. 


“In order to afford an efficient and dependable service 
over the routes operated (by Buckingham) throughout the war,” 
the applicants say, “it is necessary for Buckingham to replace 
most of the equipment utilized during the war. Not only has 
Buckingham experienced difficulty in obtaining new equipment, 
but the purchase of new equipment has, and will require the 
expenditure of large sums for capital improvements. It was 
realized by the Buckingham partners that if they attempted 
to continue service over other routes, it might result by reason 
of the large sums which would have to be expended for capital 
improvements, in inefficient service being afforded over all of 
their routes, resulting in a weakening of the entire operation. 
The Denver-Chicago operation had already been weakened by 
the suspension during the war, and Buckingham was, there. 
fore, confronted with the problem of either disposing of the 
Denver-Chicago operation or taking the risk of weakening their 
entire business. It was finally concluded that applicant cor- 
poration would be formed, and that an application would be 
filed, whereby the Buckingham partners would seek authority 
to transfer their certificate . . . to the corporation, in return 
for which the partners would accept... one-half of the capital 
stock of the corporation. . . . The other two incorporators are 
to furnish the necessary cash for the corporation and, for 
their contribution, are to receive one-half of the capital stock 
of the corporation. The corporation will thereby have sufficient 
capital to insure that an adequate and dependable service is 
afforded over the routes involved... .” ; . 

Temporary operating authority for Great American Dis- 
patch is sought in the application. Purchase of the Wiederspan 
operating rights for $3,000 is proposed. Stilson and Godfrey 
would put up a total of $32,000 for 1,600 shares of stock of 
Great American Dispatch, Inc. 


B. & O. SECURITIES AND COLLATERAL 
In two applications it has filed with the Commission—one 
in Finance No. 12150, Baltimore & Ohio Railroad Company 
Financial Readjustment, the other in Finance No. 14775, Bal- 
timore & Ohio Railroad Company Debt Adjustment—the Balti- 
more & Ohio has asked for modification of the Commission’s 
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orders in those proceedings so as to permit the pledging by it 
as collateral security for a note or notes maturing not later 
than May 1, 1949, of certain outstanding securities issued by it 
under authority granted by the Commission in those proceed. 
ings and subsequently reacquired and cancelled by the B. & O, 
The Commission’s orders in the two finance proceedings in 
question provided that “except as herein authorized, said bonds 
shall not be sold, pledged, repledged, or otherwise disposed of 
by the applicant unless or until so ordered or approved by 
this Commission.” 


Bull S. S. Line Excepts to Proposed 
Report in Pan-Atlantic Case 


Bull Steamship Line has filed with the Commission excep- 
tions to the proposed report of Examiners C. B. Gray and 
W. J. Sweeney, Jr., in W-376, Sub. 3, Pan-Atlantic Steamship 
Corporation Extension—Baltimore, Md. (See Traffic World, 
July 19, p. 175, and July 26, p. 268.) 

The examiners had recommended that Pan-Atlantic be 
authorized to operate as a common carrier by self-propelled 
vessels in the transportation of passengers and commodities 
generally, between Baltimore and the ports of Boston, New 
York harbor, Philadelphia, Georgetown, S. C., Miami, Port St. 
Joe, Tampa, and Panama City, Fla., and Mobile and New 
Orleans. 

Bull Steamship Line, in its exceptions, asked the Commis- 
sion to reverse the examiners’ recommendations and “deny 
this application in its entirety, or at least to the extent that it 
relates to operation between Baltimore, on the one hand, and 
Miami, Tampa and Port St. Joe, Fla., on the other, as to 
which ports the Commission now has information in its files 
as to the impossibility of the successful. continuance of this 
operation by the applicant.” 

In the alternative, Bull Steamship Line asked for further 
hearing for the purpose of presenting further material pertain- 
ing to changed conditions since the closing of the record in the 
proceeding. 

Bull Steamship Line referred to an amendment to the ship 
sales act, effective June 30, which, it said, specifically prohibited 
the use of off-shore profits of chartered government vessels 
to offset losses in domestic trades. It said it previously had 
urged that if the facts with respect to the results of Pan- 
Atlantic’s coastwise operations since July, 1946, were made 
available to the Commission, the heavy losses sustained by 
the applicant would make it obvious that it could not long 
continue operations under such circumstances. The matter was 
of increased importance now, it said, because since July 1, 
“applicant has not been able to have the government foot a 
large part of the bills for such losses.” 





Motor Act Prosecutions 


(Digests of statements issued by the Secretary of the Commission con- 
cerning prosecutions, in federal courts, for violations of motor carrier 
provisions of the interstate commerce act or of Commission rules and 
regulations thereunder, appear below.) 


Nebraska district, Grand.Island division, at Grand Island. 
On July 22, Forrest Worm, dba Worm Bros. Motor Freight, 
of Ord, Neb., was fined $250 together with costs of $29.23 fol- 
lowing his plea of nolo contendere to an information charging 
him with transporting property as a common carrier for com- 
pensation without a certificate authorizing the particular opera- 
tions described; with transporting property without having 
published any rates or charges applicable to such transporta- 
tion; and with fraudulently seeking to evade and defeat regula- 
tion. by the Commission by using false and fictitious documents 
designed to conceal his operations without authority. The fine 
and costs were paid. 

Missouri western district, western division, at Kansas City. 
Harold Arthur Hill, of Kansas City, on June 27, was fined $300 
and costs totaling $697.57, or a total of $997.57, following his 
plea of guilty to an information charging him with selling and 
offering for sale passenger transportation for compensation 
without a broker’s license issued by the Commission and au- 
thorizing such transactions. He conducted such transactions 
in the so-called “travel bureau” manner in that he arranged 
with automobile drivers to transport for compensation certain 
passengers, such drivers having no authority from the Com- 
mission to engage in such operations. He charged and collected 
certain amounts of money for his services in arranging for such 
transportation. The fine and costs were required to be paid. 
The high costs resulted from his previous plea of not guilty and 
consequent preparation by the government for trial. 

Nebraska, Grand Island division, at Grand Island. On July 
22, Jack John Romans, dba Romans Motor Freight, of Ord, Nev., 
was fined $200 together with costs of $29.23 following his plea 
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of nolo contendere to an information charging him with trans- 
porting property as a common carrier for compensation without 
a certificate authorizing the particular operations described; 
with transporting property without having published any rates 
or charges applicable to such transportation; with failing to 
require drivers to keep drivers’ logs; and with failing to have 
in his files doctors’ certificates of physical examinations cover- 
ing new drivers. The fine and costs were paid. 

Nebraska district, Grand Island division, at Grand Island. 
On July 22, Alvin H. Brown, dba Brown Transfer Co., of Kear- 
ney, Neb., was fined $180 together with costs of $27.92 follow- 
ing his plea of nolo contendere to an information charging him 
with transporting property as a common carrier for compensa- 
tion without a certificate authorizing the particular operations 
described and without having published any rates or charges 
applicable to such transportation. The fine and costs were paid. 

Eastern Michigan district, southern division, at Detroit. 
On July 2, Earl A. Root, of Osseo, Mich., was fined $250, which 
was paid, on his plea of guilty to an information charging him 
with operating as a motor common carrier of property in 
interstate commerce for compensation without a certificate 
having been issued by the Commission authorizing the partic- 
ular operations described in the information. 

District of Columbia, at Washington. On July 30, in a civil 
proceeding instituted by the Commission, a preliminary injunc- 
tion was entered against James T. Wheat, doing business as 
Washington Auto Travel Bureau, of Washington, D. C., en- 
joining and requiring him, “during the pendency of said pro- 
ceeding, to refrain from providing and arranging for the trans- 
portation of passengers by automobile in interstate commerce 
for compensation until such time as there shall be in force 
and effect, with respect to the defendant, a broker’s license 
authorizing such transactions.” In this proceeding, the Commis- 
sion alleged that the defendant conducted his business in the 
so-called “travel bureau” manner, in that he arranged with 
drivers of automobiles to transport for compensation certain 
passengers in interstate commerce, such drivers having no 
authority from the Commission to engage in such operations, 
and the defendant charging and collecting certain monies for 
his services in arranging for such transportation. 


TEXAS CITY TERMINAL INSURANCE SUIT 


The Texas City Terminal Railway Co. filed suit, at Gal- 
veston, Texas, July 28, against two insurance companies to 
recover losses suffered by the company in the April 16-17 
explosion disaster at Texas City. The $2,300,000 damage suit 
was filed in the 56th Judicial District Court here against the 
American Equitable Assurance Co. of New York and the 
Colonial Assurance Co. of Philadelphia. The petition asserted 
that the defendants, after conducting an investigation and sur- 
veying the premises of the Texas City Terminal Railway, had 
“denied, finally, completely, and unqualifiedly, any and all 
liability under said policy of insurance, and then and there 
refused to pay any sum whatsoever for or on account of the 
losses and damages so caused to plaintiff by the explosions.” 

The Texas City company had insurance policies with the 
two companies in the amount of $2,300,000, according to R. H. 
Kelley of Houston, attorney for the terminal company. 


SERVICE ORDER VIOLATION FINE 


The Commission, according to a notice by Secretary Bartel, 
has received information from U. S. Attorney Hart, of East St. 
Louis, Ill., to the effect that, on July 29 in the U. S. District 
Court for the eastern district of Illinois, judgment was entered 
in favor of the government and against the carrier in the sum 
of $700 and costs in the case of United States of America vs. 
Illinois Central Railroad Co., a civil suit for violation of a 
service order of the Commission prohibiting the use of standard 
“RS” type refrigerator cars for the transportation of empty 
beer containers, without having obtained permits therefor. The 
case, the notice said, was investigated by the Commission’s Bu- 
reau of Inquiry. 


WHITE ASKS SHIP LINE UNITY 


Before he left Washington, D. C., for his home in Maine 
on August 5, Chairman White, of the Senate interstate and for- 
eign commerce committee issued a statement in which he indi- 
cated that he believed dissention among merchant ship op- 
erators stood in the way of legislative efforts to strengthen the 
American merchant fleet. He urged that the nation’s “shipping 
interests” get together on formulation of “an overall program” 
that would. be generally acceptable, before the reconvening of 
the 80th Congress. 

The text of Senator White’s statement follows: 


Probably the most difficult problem confronting the future of our 
American merchant marine is the lack of any unified thought and 
Purpose among the shipping interests of this country—unless and until 
the individual differences of these interests can be resolved in support 
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of a coordinated plan, .n the national interest, little can be done 
legislatively to strengthen and expand our merchant fleet. It is my hope 
that during the coming months, the shipping interests of our country 
will be able to take steps in this direction and be prepared by next 
January to suggest to those of us responsible for legislation an overall 
program which will not only have the approval of our shipping interests, 
but will also make appeal to the Maritime Commission, the Congress 
and the country. 


Sen. Reed Turns “Heat” on I. C. C.; 
Plans Rail Bankruptcy Hearings 


Senator Reed, of Kansas, told reporters in a press confer- 
ence at his offices in Washington on August 2 that he was so 
irked by what he regarded as stubborn refusal of the Commis- 
sion to recognize wartime earnings of bankrupt railroads as a 
means of providing “equity” for stockholders in the promulga- 
tion of reorganization plans for those roads, that if it became 
“necessary” to impeach the Commission members, he would 
impeach them. 


His purpose in calling the press conference was to announce 
that, as chairman of the railroad subcommittee of the Senate 
interstate and foreign commerce committe, he had been re- 
quested by Chairman White, of the full committee, to “make 
inquiry into the administration by the Interstate Commerce 
Commission of section 77 of the bankruptcy act, as amended, 
especially in connection with railroad reorganization proceed- 
ings,” and that his subcommittee would hold hearings in Novem- 
ber or December, pursuant to that request. 

He handed to the reporters copies of a statement prepared 
jointly by himself, Senator Myers, of Pennsylvania, and Repre- 
sentatives Hobbs, of Alabama, and Reed, of Illinois. In their 
statement they expressed a hope “that the courts of the United 
States and the Interstate Commerce Commission will take no 
further steps toward the effectuation or consummation of pend- 
ing plans of reorganization that may place such plans beyond 
the reach of Congressional remedy, but will instead cooperate 
with the Congress and the President in retaining custody of 
such properties,” until legislation now pending in Congress, pro- 
viding for revision of rail reorganization procedure so as to 
give all possible protection to the stockholders of the debtor 
roads, could be considered and voted on, shortly after the 
reconvening of the Congress in January. 


“Example” of the Cotton Belt 


At the beginning of his press conference, Senator Reed 
called attention to a statement he had made in the Senate con- 
cerning the emergence from its bankruptcy proceedings, under 
a plan providing for retention of the road by its stockholders, of 
the St. Louis-Southwestern Railway (the Cotton Belt), without 
the wiping out of $45,000,000 of stocks and claims as had been 
contemplated by the I. C. C.-approved reorganization plan (see 
Traffic World, Aug. 2, p. 345). He indicated that Chairman 
White, on being apprised of the situation with respect to the 
Cotton Belt, had been incensed by the provisions of the Com- 
mission’s reorganization plan by which, according to Senator 
a earnings of the Cotton Belt had been disre- 
garded. 

Chairman White, in his letter to Senator Reed, in which 
he requested investigation of I. C. C. administration of section 
77, said it seemed to him it would be desirable for Senator 
Reed’s subcommittee to make the proposed study “at an early 
date and in any event prior to the reconvening of the Congress 
next January,” and added: 


The whole subject of railroad reorganization, and. the question of 
what legislation, if'any, should be enacted, has been so controversial 
during recent years that I feel it to be highly important that such a 
study and inquiry be made. It is my hope that your subcommittee 
will be able to examine into these matters and be In position by next 
January to make a report to the full interstate and foreign commerce 
committee, together with affirmative recommendations as to possible 
future action by the committee and subsequently by the Congress, 


Senator Reed made it clear that he and his co-sponsors of 
the pending legislation (S. 249 and H. R. 3980) to revise rail 
bankruptcy procedure and to facilitate adjustment of railroad 
debt structures, would intensify their efforts to obtain enact- 
ment of the legislation after the reconvening of the 80th Con- 
gress. He mentioned White House assistance in the drafting 
of the legislation but said he did not have assurance that the 
President would not veto it if the Congress passed it. 


Criticism of “Confiscation” 


“I think the I. C. C. has grossly disregarded the obligation 
it owes the public interest in handling these railroad reorganiza- 
tions,” Senator Reed said. “Here (in the case of the Cotton 
Belt) it approved a plan that would have forfeited $45 million 
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made in the Chicago & North Western case confiscated at least 
$100 million of railroad stock and junior bonds without any 
possible moral justification. The Missouri Pacific reorganiza- 
tion is still with the I. C. C., and there $200 million of available 
earnings has been totally disregarded.” 

He said that there was from $60 million to $80 million 
available for stockholders’ equities in the Rock Island reorgani- 
zation, and “about the same” in the case of the New Haven. 

What the Commission should have done, when it became 
evident that large wartime earnings of the roads in reorganiza- 
tion would be available for inclusion in capitalization of the 
reorganized roads, he said, was to call for return of the reor- 
ganization plans to it from the federal courts and then to make 
appropriate changes in the plans. If it had needed legislation to 
do this and if it had asked Congress to enact such legislation, 
Congress would have acted within 30 days after receipt of such 
a request, he said. 


In the course of further discussion, he described the situa- 
tion with respect to the Commission’s attitude toward modifica- 
tion of its reorganization plans as “outrageous,” and said he did 
not like to see his fellow citizens “robbed of $45 million through 
stupidity and inertia of a governmental body.” 


1. C. C. and “Red Carpet” 


A reporter said he inferred from the senator’s remarks that 
the Commission would be put on “the green carpet” at the hear- 
ings which the Reed subcommittee planned to hdld. 

“It might be a red carpet,” Senator Reed said, with a 
chuckle. 

The joint statement by Senators Reed and Myers and Rep- 
resentatives Reed and Hobbs included the following: 


In view of the widespread interest, both in Congress and through- 
out the country, in pending legislation to prevent further unnecessary 
and unwarranted forfeiture or impairment of over two billion dollars 
par value of investments in railroads now in reorganization, a state- 
ment of the present status of this legislation appears timely. 

That such legislation was not enacted into law during the session 
of Congress just ended is regrettable. That it failed of enactment 
during the recent session was due partly to the time required for its 
careful preparation before it was introduced. ... 

On June 25th, the subcommittee of the House committee on the 
judiciary favorably reported a ‘‘clean bill’’ (H. R. 3980). 

On July 3rd the Senate committee on interstate and foreign com- 
merce favorably reported S. 249 with amendments that made that bill 
substantially identical with H. R. 3980. 


Adverse Action by Rules Committee 


On July 15th, after considering H. R. 3980 at several executive 
sessions, the committee on the judiciary reported the bill favorably. 
An application for a rule was then made to the (House) rules com- 
mittee, Hearings thereon were held by the committee on July 18th and 
2ist. On the latter date (but five days prior to the scheduled adjourn- 
ment of the session) the rules committee voted not to grant a rule at 
that session. A reconsideration of this vote on July 25th was blocked 
on a point of order, on the ground that the committee had theretofore 
agreed not to vote out a rule at that session. 

As with many other bills before Congress in the recent session, the 
pressure of pending appropriation bills and other urgent legislation 
made it impossible to obtain a vote on these railroad measures during 
the closing days of the session. That this legislation will be promptly 
censidered when Congress reconvenes is regarded as certain. 

Particularly in view of the fact that governmental agencies them- 
selves are largely responsible for the drastic character of pending re- 
organizations, which led to extensive litigation and delay, we are con- 
fident that the Congress will favorably consider these remedial meas- 
ures, They are intended to remedy policies initially put into effect by 
one of Congress’ own agencies, the Interstate Commerce Commission. 
In general, the courts have declined to give full judicial review of the 
plans and policies of the Commission, stating that only Congress can 
so direct or otherwise grant relief. We believe Congress will act again 
upon this suggestion, as it did last year in the passage of S. 1253. 

While the desirability of concluding pending reorganizations and 
returning the properties to private management is fully recognized, 
it is of vastly greater public importance that justice be done and that 
investments in our railroads be not needlessly destroyed or seriously 
impaired merely for haste. 


Advice Against Haste 


In fact, haste at this juncture will cause a great deal indeed to be 
uselessly sacrificed. The properties of the various railroads are being 
operated with reasonable efficiency, although not with all the esprit de 
corps of private management. But the public interest in any event is 
being fully protected as to service. 

Where the public interest is not being protected is in the at- 
tempted consummation of reorganization plans which wipe out, un- 
necessarily and unjustly, wide segments of capital, and disrupt others. 
The result is that a great deal of potential capital which might be 
devoted to public use in our railroad system is being scared away. 
This is one of the great hidden sacrifices inherent in these plans, and 
one of the compelling reasons in the public interest why these plans 
should be arrested. Delay of this kind is constructive, desirable, and 
will promote the public welfare. 

It is a matter of common knowledge, demonstrated by the evidence 
produced at the hearings before committees of both Houses, that the 
principal railroads affected by these bills are doing as well in many 
respects, and better in some, than a great many other railroads. The 
obvious injustice and inequity of rushing the innecent security holders 
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of these railroads ‘‘to the guillotine,’’ so to speak, before Congress has 
an opportunity (in a few months) of passing on measures to review and 
correct the policies under which those holders were ‘‘condemned’’ by 
governmental fiat, will surely be recognized, 

The enactment of this legislation will not cast aside the work done 
thus far in those reorganizations, but rather will enable a fair and 
equitable capital structure to be built upon the foundation of the records 
already made in those proceedings, supplemented by unassailable proof 
of the subsequent vast improvement in the financial affairs and demon- 
strated earning power of those carriers. 

It is most earnestly hoped by the sponsors of this legislation in 
both Houses of Congress that the courts of the United States and the 
Interstate Commerce Commission will take no further steps toward the 
effectuation or consummation of pending plans of reorganization that 
may place such plans beyond the reach of Congressional remedy, but 
will instead cooperate with the Congress and the President in retain- 
ing custody of such properties until this pending legislation can be 
considered and voted on shortly after Congress reconvenes. 


Airline-Motor Joint Service Bill 
Among Those Signed by Truman 


President Truman has signed H. R. 2109, amending the civil 
aeronautics act of 1938 so as to permit establishment of joint 
through service by airlines and motor carriers without requir- 
ing such carriers to publish joint rates covering the service (see 
Traffic World, July 19, p. 193, and Aug. 2, p. 350). 

The President also signed, on August 5, S. J. Res. 138, pro- 
viding for return to Italy of Italian property in the United 
States, including 28 to 31 merchant ships (see Traffic World, 
July 26, p. 280, and Aug. 2, p. 354). 

Vetoed by the President was H. R. 673, providing for re- 
peal of the ship warrants act of July 14, 1941, under which 
priorities in transportation for certain merchant vessels were 
authorized (see Traffic World, Aug. 2, p. 354). In a “memoran- 
dum of disapproval” concerning H. R. 673, the Preside nt said: 


The purpose of the bill is to repeal the act of July 14, 1941, en- 
titled ‘‘an act .to provide for priorities in transportation by merchant 
vessels in the interests of national defense, and for other purposes.”’.. . 
The act in question, which was known as the ship warrants act, au- 
thorized the War Shipping Administration to establish a system of ship 
warrants which became effective upon. approval by President Roosevelt 
on January 4, 1943. On June 6, 1946, the ship warrant rules and regula- 
tions were revoked and on July 25, 1947, the act was repealed by public 
law No. 259. 

Accordingly, the legislation is not necessary. 





CONGRESSIONAL AIR POLICY BOARD 


Speaker Martin, of the House, has announced appointment 
of the following House members to serve as members of the 
Congressional Aviation Policy Board created by recent legisla- 
tion (see Traffic World, July 26, p. 278). He appointed Rep- 
resentatives Wolverton, of New Jersey; Hinshaw, of California; 
Stefan, of Nebraska; Bulwinkle, of North Carolina, and Kilday, 
of Texas. Five U. S. Senators will constitute the remaining 
membership of the Aviation Policy Board. 


ALIEN SEAMEN ON JU. S. SHIPS 


Following the signing by President Truman of H. J. Res. 
245, permitting reinstatement until April 1 of next year of the 
Coast Guard commandant’s authority to waive compliance with 
the navigation and vessel inspection laws so as.to permit em- 
ployment of aliens as crew members on American-flag ships 
(see Traffic World, July 26, p. 279, and Aug. 2, p. 354), Admiral 
J. F. Farley, commandant of the U. S. Coast Guard, has issued 
a waiver as authorized by the new law (public law No. 293, 
80th Congress. 

Admira] Farley’s “conditional waiver of manning require- 
ments” provides for employment of aliens on U. S. ships “to 
the extent that United States citizens with appropriate ratings 
are not available for employment in the unlicensed crew of 
subsidized vessels of the United States, but in no event to ex- 
ceed 25 per centum of such entire unlicensed crew.’ The ma- 
terial part of the waiver, by its terms effective on and after 
August 1, 1947, continues as follows: 


The employment of aliens to supply such deficiencies, as herein 
authorized, shsll be permitted only to the extent of the non-availability 
of United States citizens, as determined after reasonable efforts made 
by the master, owner and others concerned to secure the employment 
of United States citizens, and in no event to exceed 25 per centum of 
the entire unlicensed crew employed on any subsidized vessel of the 
United States; Provided, That such aliens as are employed under this 
waiver authority shall have served between December 7, 1941, and 
September 2, 1945, aboard vessels operated by the War Shipping Ad- 
ministration, the United States Maritime Commission, or the Army 
Transport Service, and shall present to the shipping commissioner or 
master of the vessel at the time of being employed authentic evidence 
of such service. The evidence shall consist of a certificate of discharge 
or other properly authenticated record of service showing the name 
of the vessel and the dates employed thereon. 
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Illinois Central Official 
Scouts Latin American Trade 


Latin Americans are alert to their postwar opportunities 
for trade with the United States but need to know more about 
what we have to offer in goods and services and what we are 
willing to accept and buy, said Robert H. Brown, general agent 
—export and import traffic, for the Illinois Central Railroad, 
now in San Paulo, Brazil, on an extended business survey tour 
of countries to the south, in a report to his company. They 
need facts and figures, maps, diagrams and charts, said Mr. 
Brown. He emphasized that there is a great need for capital 
goods such as machinery and transportation equipment. 

Mr. Brown’s tour is the second Illinois Central fact-finding 
and “fact-spreading’” enterprise of its kind in the last three 
years. He is acquainting Latin Americans with the productive 
capacity of manufacturers in the mid-continental area of the 
United States and stressing the advantages of doing business 
through New Orleans and other Gulf ports. He is also ac- 
quainting them with the tremendous market available for the 
sale of their goods within the mid-continent area, Illinois Cen- 
tral officials say. 

While some countries were licensing. the importation of 
certain commodities and were watching their dollar balances, 
Mr. Brown found that there was ample dollar exchange avail- 
able in most of the countries he visited. From Caracas, Vene- 
zuela, for example, he reported: ‘““ihere is plenty of dollar 
exchange here as the result of large oil exports from this 
country.” He will next visit Uruguay, Argentina, Chile and 
continue northward up the west coast through Peru, Ecuador, 
Bolivia and Colombia. He is scheduled to return to the United 
States late in December of this year, I. C. officials said. 


Wheeler Pleads for Re-Development 
of Domestic Water Transportation 


Unless a satisfactory governmental policy is adopted which 
will foster the re-development of domestic water transporta- 
tion the entire economy of the Pacific Coast faces slow strangu- 
lation, Charles L. Wheeler, director, Shipowners Association 
of the Pacific Coast, and executive vice-president, Pope & 
Talbot, Inc., yesterday told the President’s advisory committee 
on the merchant marine, at a hearing in the Federal Building, 
San Francisco, Cal., August 4. 

Lacking a definite governmental policy, ship operators can- 
not make long range plans because they have no basis for 
determining costs or revenues, Mr. Wheeler told the commit- 
tee, of which K. T. Keller, president, Chrysler Corporation, is 
chairman. Other members of the fact-finding committee, ap- 
pointed by President Truman to make recommendations on 
U. S. maritime policy, include, Marion B. Folsom, treasurer, 
Eastman Kodak Co.; Andrew W. Robertson, chairman of the 
board, Westinghouse Electric and Mfg. Co.; James B. Black, 
president, Pacific Gas & Electric Co., and Vice Admiral Edward 
L. Cochrane, former chief of the Navy bureau of ships and now 
chief of the material division in the office of the Assistant 
Secretary of the Navy. 

The economic strangulation caused by an almost cessation 
of coastwise and intercoastal water transportation at Pacific 
Coast ports was not just a threat, but was now being felt, Mr. 
Wheeler pointed out. “With the prolongation of the railway 
car shortage, at least one section of Pacific Coast economy— 
the Willamette Valley lumber industry—is experiencing this 
strangulation right now,” he stated. 

He took sharp issue with recent statements of the Mari- 
time Commission, that it had done all it reasonably could to 
assist the ship lines in recovering from the war. Describing the 
shipping industry as having been sent to war without the 
means of reemployment granted other personnel and institu- 
tions, he declared that “the government’s obligation to the 
industry has not been fully discharged, and it will not be until 
some government agency can honestly state that the operations 
of the common carriers in domestic water transportation can 
produce revenues which reflect a reasonable level of rates.” 

Specific recommendations made to the committee by Mr. 
Wheeler included a revision of the government’s ship sale 
policy to permit valuation of government-owned vessels based 
on earning power; a construction differential subsidy for ships 
in domestic trade, and a reduction of Panama Canal tolls, 
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which he termed “a barnacle on merchant vessel operation.” 
He mentioned high losses due to pilferage and the attitude of 
labor as other factors which have caused high operating costs 
and brought a necessity for new balancing of costs and reve- 
nues. 

He said that, whereas there had been 150 vessels engaged 
in coastwise trade before the war, today there were no com- 
mon carriers engaged in Pacific Coast freight movement. The 
1946-47 intercoastal trade was now only 39 per cent of the 
pre-war figure, he added. 

Urging early governmental action to establish policies 
pin = foster the recovering of the shipping industry, he 

eclared: 


It seems very obvious that, when the current upward trend in our 
national economy reaches the long-anticipated period of normal strenu- 
ous competition between producers, the need will be felt for relatively 
low cost water transportation. And clearly that transportation is not 
available. Without a known standard of revenues relative to costs, 
few if any companies are going to gamble on fixed capital investments 
and fixed overhead costs. This situation seriously complicates any 
effort to forecast ship replacement programs, shipyard employment, 
wharfage revenues, canal tolls, and all the other elements of normal 
commercial operations. 


The fact that an impartial fact-finding committee was 
compiling the evidence on which recommendations were to be 
made to President Truman was taken by Mr. Wheeler as a 
favorable omen for the shipping industry. 

‘We recognize that the confusion of the debris remaining 
from wartime policies, the conflicts of competitive activities, 
the pressure of immediate economic considerations in some 
cases and political situations in others are all ample justifica- 
tion for relying on the detached attitude and objectivity of 
your Committee,” he said. 










































































































































Census Bureau Issues Proposed 
Export Declaration Provisions 


Director Capt, of the Bureau of the Census, Department 
of Commerce, has issued a notice that he is considering a 
proposal to issue “proposed foreign commerce statistical deci- 
sion 64,” amending the foreign commerce statistical regula- 
tions by adding to them “definite provisions with respect to 
the filing and the place of filing of the required shipper’s 
export declarations for merchandise exported by aircraft.” In 
his notice, Director Capt said that all persons desiring to sub- 
mit written data, views or arguments in connection with the 
proposed foreign commerce statistical decision might do so by 
filing them in quadruplicate with the Bureau of the Census, 
Washington 25, D. C., within 30 days from August 2. 

Under terms of the proposed decision, shipper’s export 
declarations on commerce form 7525 must be filed by the 
shipper for all merchandise shipped on: (1) Aircraft clearing 
from the United States, Alaska, Hawaii and Puerto Rico to 
foreign countries, the Virgin Islands and the Canal Zone; (2) 
aircraft clearing from one of the following areas to another: 
the mainland of the United States, Alaska, Hawaii and Puerto 
Rico, and (3) aircraft clearing from the Virgin Islands of the 
United States to foreign countries and the Canal Zone. An- 
other proposed provision is that shipper’s export declarations 
on commerce form 7525 must also be filed by the exporter for 
aircraft being flown from the United States for foreign ac- 
count in all cases where clearance of aircraft is required. A 
further proposed provision is that shipper’s export declarations 
should be filed at the port of lading of the cargo, but that, 
when cargo is laden at a port other than the last port from 
which the aircraft finally obtains clearance from the United 
States for its foreign destination, a notation of the fact that 
export declarations have been filed should be made on the 
aircraft commander’s copy of the outward manifest at the time 
the cargo is laden. This notation is for the purpose of inform- 
ing customs officials at ports other than the port of lading 
that export declarations have previously been filed for the 
cargo. The proposed decision No. 64 would rescind foreign 
commerce statistical decision No. 24. 




















































































































































































































OVERTIME PAY OF MARITIME WORKERS 
Protection of employers against what he describes as 
claims for “overtime-on-overtime” pay, in litigation affecting 
stevedoring companies, steamship lines and ship repair com- 
panies, among others, has been proposed by Representative 
—_— of Massachusetts, in a bill he has introduced, H. R. 



























































It was explained that introduction of the bill was inspired 
by a federal appeals court decision to the effect that the rate 
of pay for work for hours in excess of 40 hours a week should 
be calculated on a basis of the average pay received in the week, 
providing for inclusion in the average of overtime beyond the 
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daily hours of work in the week. Representative Goodwin said 
that, thus, the courts had determined that an employes’ “reg- 
ular rate of pay” might be something well in excess of the 
basic rate fixed by a labor or employment contract, and that 
this “artificial rate’ was multiplied one and one-half times to 
fix the overtime rate. He said his bill provided that an hourly, 
daily, or salary rate established in a bona fide labor or em- 
ployment contract should be the “regular rate” for the pur- 
pose of computing overtime after 40 hours a week, and that 
payment of compensation in addition to the “regular rate” 
should not be used in computing the overtime rate. 


M. C. Hears Exceptions to Examiner's 
Proposed Report in Docket 655 


In an August 6 hearing in Washington, D. C., the full 
Maritime Commission heard exceptions to Examiner F. J. 
Horan’s proposed report in No. 655, Terminal Rate Increases— 
Puget Sound Ports, examining the Seattle Terminals Tariff 
No. 2-C, adopted by various terminals comprising the North- 
west Marine Terminal Association (see Traffic World, June 7, 

. 1815). 

" Donald Leland, on behalf of the respondent terminals, ob- 
jected to the “unlawfulness” of the tariff as stated in the 
proposed report on the grounds that no evidence of unlawful- 
ness had been advanced at the previous hearing. Each sug- 
gested change in the definition of services performed, he said, 
was accompanied by wording to the effect that the commis: 
sion should find the definition “unjust and unreasonable,” a 
statement “supported only by the determination of the examiner 
for a more preferable definition.” : 

Citing the finding that wharfage be charged against the 
vessel, he said that no issue was raised concerning the unlaw- 
fulness of the former definition at the hearing, and as a result 
no evidence was presented. He quoted the definition of “wharf- 
age” as being “the charge assessed on all freight passing over 
wharves .. . etc.,” and said it was a “practically universal 
definition.” 

The respondents, said Mr. Leland, “feel that the commis- 
sion should not try to achieve improvements in tariffs without 

affording opportunity for full testimony.” 

Albert E. Stephen, representing offshore carriers in the 
Pacific trades, said he agreed that the wharfage definition was 
“clearly in error,” but protested the basis of the service charge 
as assessed by the terminals. Little evidence of operating 
costs was advanced by the respondent terminals, he said, con- 
tinuing that labor expense for checking was the primary ele- 
ment of the service charge. The checking costs in the Alaska 
trades were much higher than those for offshore trade, he 
added, due to the nature of cargoes and deliveries, and the 
commission should find checking charges over 17 cents per ton 
not justified in other than Alaskan trades, and service charges 
in excess of 30 per cent unjust. 

Chalmers G. Graham, representing 14 offshore conferences 
serving the west coast, cited court decisions asserting wharfage 
charges be assessed. against the cargo, and said that it was an 
accepted practice in bill of lading and conference agreement 
terminology. 

Reginald Jones, attorney for the Port of Oakland, stated 
his position as identical with that of Mr. Graham in that 
wharfage had always been charged against the cargo. David 
E. Scoll, representing the Territory of Alaska, stated he had 
no fault to find with the examiner’s report insofar as it con- 
cerned the discriminations removed in the Alaskan trades. The 


added, and “we stand ready to pay the cost.” 


Status of Canal Zone 
Issue in Rate Case 


Arguments centering on the question of whether the Pan- 
ama Canal Zone is a “possession” of the United States within 
the meaning of sections 1 and 18 of the shipping act, 1916, were 
heard by members of the Maritime Commission, August 6, in 
No. 630, Sigfried Olsen, doing business as Sigfried Olsen Ship- 
ping Co. vs. War Shipping Administration and Grace Line, Inc. 

The proceeding grew out of a complaint directed against 
the imposition of demurrage charges on shipments of certain 
traffic from the continental United States to Balboa, Canal 
Zone, discharged from vessel at the latter port in the period 
between May 29 and October 11, 1942. In his proposed report 
in the case, Examiner Furness held that the Panama. Canal 
Zone was a “possession” of the United States, that the ship- 
ments moved in interstate commerce, and that the provisions 
of section 18 applied. 


Fred W. Llewellyn, appearing for the complainant, urged 


difference in checking costs for the trades was recognized, he ~ 
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adoption of the proposed finding that respondents’ demurrage 
tariff rule and charges violated section 18, but asked the com- 
mission to find that the rule and charges also violated section 
16 “regardless of the type of commerce used.” He said the 
demurrage was assessed not by reason of fault of complainant 
but by reason of delays in the Canal Zone by respondents, and 
asked that complainant be released from the charges assessed. 

Parker McCollester, appearing for carriers operating to the 
Canal Zone, interveners in the proceeding, said the carriers he 
represented had never been subject to section 18. The word 
“possession” as used in the shipping act, he said, implied owner- 
ship and sovereignty, not “merely occupancy for certain speci- 
fied purposes,” and added that the treaty concluded between 
the United States and the Republic of Panama indicated that 
the Canal Zone was not a “possession” of the United States, 
since under that treaty the United States had the use of and 
control over the land and waters embraced in the Canal Zone 
only for specific purposes, and that Panama retained many 
sovereign rights. He said Congress, for the purpose of various 
laws, especially laws relating to shipping, had indicated that the 
Canal Zone was not to be deemed a possession of the United 
States, and added that a contrary conclusion here would be in 
conflict with established practices and controlling treaties. He 
said the evidence did not support the conclusion of the examiner 
that a carrier when engaged in transportation between the 
Canal Zone and U. S. ports was a carrier in interstate com- 
merce subject to section 18. 


CONFERENCE AGREEMENT ARGUMENT 

The Maritime Commission, August 6, heard argument in 
No. 648, Pacific Coast European Conference Agreement (Agree- 
ments Nos. 5200 and 5200-2). In this proceeding, Examiner 
Robert Furness recommended that the commission approve an 
increase in the conference admission fee from $250 to $5,000, 
and find not unlawful the conference’s contract rate system and 
a rule in agreement No. 5200 requiring unanimous vote for de- 
cision (see Traffic World, April 5, p. 1123). 

Appearing in support of the examiner’s recommendations 
or contract rate system for conferences were Charles G. 
Graham, for the respondent and 13 Pacific coast off-shore con- 
ferences, interveners; Parker McCollester, for a group of Latin 
American Conferences, interveners; Allen Charles for the Pa- 
cific Westbound Conference, an intervener, and Roscoe H. 
Hupper, for Transatlantic Associated Freight Conferences, in- 
terveners. Opposing the agreements were Wallace Howland, 
for the Department of Justice; Henry A. Cockrum for the office 
of solicitor, Department of Agriculture; and Paul D. Page, 
counsel for the Maritime Commission. 

Generally, spokesmen for the steamship lines supporting 
the report, defended the contract rate system an said its con- 
tinuation was necessary for merchant ship operations. Counsel 
for the Department of Justice contended the system was mo- 
nopolistic and resulted in discrimination between shippers. 

Mr. Hupper said the government agencies had no “stand- 
ing” in the proceeding except by “courtesy,” and declared that 
the Sherman anti-trust act did not apply to international 
shipping. 





M. C. PREHEARING CONFERENCE 


The Maritime Commission has announced that a prehear- 
ing conference will be held in No. 659, Free Time and Demur- 
rage Charges at New York, before Examiner F. J. Horan, 
August 19, at the Maritime Association of the Port of New 
York, 80 Broad St., New York, N. Y. 


ALASKA RATE HEARING 


The Maritime Commission has announced that hearing in 
No. 661, Alaskan Rate Investigation No. 3, scheduled to begin 
at 10 a. m., Pacific standard time, September 8, before Examiner 
C. W. Robinson, will be held in room 332, Henry Building, 
Seattle, Wash. 


DANISH SHIP LINES CONFERENCE MEMBERSHIP 

The Maritime Commission has announced that hearing 
in No. 662, Aktieselskabet Dampskibsselskabet Svendborg and 
Dampskibsselskabet af 1912 Aktieselskab vs. American Presi- 
dent Lines, Ltd., et al., will be held before Examiner F. J. 
Horan, beginning at 10 a. m., eastern daylight time, August 18, 
in New York, N. Y. It said the hearing room would be an- 
nounced later. 


SHIP CONFERENCE AGREEMENTS 
The Maritime Commission has announced approval of the 
following agreements of steamship lines filed under section 15 
of the shipping act, 1916, as amended: 


No. 7617, between States Marine Corporation and South African 
Marine Corporation, Ltd., establishing a joint cargo and passenger 
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service in the trades between U. S. Atlantic ports and ports in South 
and East Africa. 

No. 6500-5 (modification), between the Scindia Steam Navigation 
Co., Ltd., and member lines of the Calcutta-U. S. A. Conference, 
amending the basic agreement of the conference to provide for admis- 
sion of Scindia Steam Navigation Co., Ltd., to membership therein. 


M. C. PERSONNEL CUTS 


Due to limitations on funds the Maritime Commission an- 
nounced that, effective August 1, dismissal notices were served 
on an additional 900 of its employes who were paid from vessel 
operating receipts. This number, together with 440 other em- 
ployes who received pay from vessel operating receipts and 
1,100 employes paid from the administrative fund, laid off on 
July 1 by reason of slashes in funds, brought to a total of 2,440 
employes dismissed in a period of one month, according to 
officials. 


Revenue Freight Loading 


Revenue freight loading the week ended August 2 totaled 
921,591 cars, according to the Association of American Rail- 
roads. This was 2/10 of 1 per cent above the preceding week: 
2.6 per cent above the corresponding week last year, and 6.7 per 
cent above the corresponding week in 1945. 

Loading by groups of commodities was reported as follows: 

Grain and grain products, 71,603 cars, 1,324 below pre- 
ceding week and 15,211 above corresponding 1946 week. 

Livestock, 13, 260 cars, 846 above preceding week and 3,603 
below corresponding 1946 week. 

Coal, 175,750 cars, 2,157 below preceding week and 8,772 
below corresponding 1946 week. 

Coke, 14,422 cars, 414 above preceding week and 951 above 
corresponding 1946 week. 

Forest products, 50,507 cars, 687 below preceding week 
and 1,695 above corresponding 1946 week. 

Ore, 84,070 cars, 4,465 below preceding week and 13,040 
above corresponding 1946 week. 

Merchandise, 1. c. 1., 113,588 cars, 1,329 above preceding 
week and 9,591 below corresponding 1946 week. 

Miscellaneous, 398,391 cars, 7,707 above preceding week 
and 14,269 above corresponding 1946 week. 


Cumulative Freight Loading 


1947 1946 1945 

Four Weeks of January...... 3,168,397 2,883,863 3,003,655 
Four Weeks of February..... 3,179,198 2,866,876 3,052,487 
Five Weeks of March......... 4,170,420 3,982,240 4,022,088 
Four Weeks of April......... 3,232,947 2,604,049 3,377,335 
Five Weeks of May........... 4,376,122 3,242,821 4,294,351 
Four Weeks of June.......... 3,543,476 3,436,013 3,528,630 
Week of July 5..... Bose setoen 629,204 679,775 726,663 
a ae OE > 2 era 806,961 895,082 883,543 
WGK OF July 39. i... 600008 919,734 921,496 882,648 
MO OR DUI Diets <0 cd 4005.0 919,928 910,513 886,430 

WHE isc srdans seta eee 24,946,387 22,422,728 24,657,830 


1947 Fiscal Year Postal 
Revenue Record 


Postmaster General Robert E. Hannegan has announced 
that postal revenues for the fiscal year ended June 30 last 
amounted to $1,298,434,794.04. 

Based on the department’s preliminary reports, these fig- 
ures, said he, represented the highest peacetime postal income 
in the history of the postal service. Only in the wartime year 
of 1945 did postal revenues exceed this figure, the amount for 
that year being $1,314,240,132.07, said he, adding: 


Postal revenues for the month of June totaled $114,450,240.16, an 
increase of 22.46% over June a year ago, reflecting the continued 
upswing in postal receipts. This June figure represents a greater 
income than that attained by the department for the entire fiscal year 
of 1901, a striking example of the enormous increase in demand for 
postal services of all kinds. 

While the 1947 fiscal year income was not up to the all-time peak 
of 1945, it did, however, set a new peacetime record in postal volume, 
Which was approximately as great as that of the wartime year 1945. 
This resulted from a sharp increase in the volume of low income 
producing mail services, such as 2nd and 3rd class matter and parcel 
post. A further contributing factor was the increase in air mail 
volume occasioned by lower domestic and international air mail postage 
tates. 


RAILROAD CONSTRUCTION INDICES 


The Commission has issued a 20-page pamphlet, Railroad 
Construction Indices, dated August 1, compiled by the engi- 
neering section of its Bureau of Valuation, summarizing the 
result of studies of the engineering section over a period of 
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years. The report said the material had not been examined or 
passed on by the Commission. 

A notice issued at the same time as the report said the 
indices, issued annually, were revised to include the year 1946 
and showed for that year an over-all increase of 23 points or 
11 per cent over 1945. Continuing, the notice said: 


The 1946 composite index for all accounts stands at 232 and is at 
the highest level in the history of these indices which go back to the 
1910-1914 base of 100. 

The important grading account remained stationary at 140, and 
there was Only a relatively small increase in ties and lumber because 
of substantial increases in prior years. Rail and track fastenings, 
which had not increased much during the war years, showed a moderate 
upturn—rail increasing from 152 to 165, and fastenings from 176 to 190. 
The sharpest increases in 1946 occurred in the building and equipment 
accounts. The individual indices for certain construction items which 
are outstandingly high are as follows: 


I SS on kao boleh ots Rea dean scape tan meen ea Taees 315 
PRMINE, OMNES 5 oss 5-06 she eWay Sala b's 0b de bE DAS se wea Oh e baleee 295 
AONE <n scala’ o's olelaice s steoigamacare bela dbags coves sae sukee Pees tel = ste e 315 
NE OE o's a sod cae boo Gu aca on wast clas meat e doa ee cede 300 
Se UR UT 58a eo oo a din cs Rens tae teens 298 
SUSRN SONOS ss S30 kos re 5 s.p be bas o Sowa baw dons Rak eens oh asm 290 


The average for the year 1946 does not represent the peak price 
level attained in the post-war period, as the first part of 1946 was 
materially lower than the latter part. The composite changes by road 
and equipment accounts were as follows: 


Per Cent 

1945 1946 Increase 
PONE: 5s ncck.dc coda < Sb aaw ess Se aeane tee eee 197 216 9.7 
DNR Sc 5s ss eek 0c wee to shes take tae sant 255 294 15.6 


ie, PRR Ep ta ier ime oes ry 209 232 11.0 


Rail Net Income of $204,000,000 
Reported for First Half of ‘47 


Class I railroads in the first six months of 1947 had an 
estimated net income, after interest and rentals, of $204,000,000 
compared with a deficit of $20,600,000 in the corresponding 
period of 1946, according to reports filed by the carriers with 
the Bureau of Railway Economics of the Association of Amer- 
ican Railroads. 

“The first six months of 1946, however, included a period 
of industrial disturbances, work stoppages, and railroad wage 
increases, but did not reflect the freight rate increases author- 
ized by the Interstate Commerce Commission,” said the A. A. R. 
en earnings in that period were therefore abnormally 
ow. 

“Net railway operating income of the Class I carriers in 
the first six months of this year before interest and rentals 
totaled $368,422,994 compared with $154,762,587 in the same 
period of 1946. 

“For the month of June alone, Class I carriers had an 
estimated net income, after interest and rentals, of $35,500,000 
compared with $14,872,000 in June, 1946. Net railway operating 
income in June before interest and rentals amounted to $60,- 
201,057 compared with $37,824,952 in June, 1946. 

“In the twelve months ended June 30, 1947, the rate of 
return on property investment averaged 3.69 per cent, com- 
pared with a rate of return of 2.02 per cent for the twelve 
months ended June 30, 1946. 


“The earnings reported above as net railway operating in- 


‘come represent the amount left after the payment of operating 


expenses and taxes, but before interest, rentals and other fixed 

charges are paid. Property investment is the value of road and 

equipment as shown by the books of the railways, including 

materials, supplies and cash, less accrued depreciation.” 
Continuing, the association said: 


This compilation as to earnings for the first six months of 1947 is 
based on reports from all Class I roads, representing a total of 227,374 
miles. 

Total operating revenues in the first six months of 1947 totaled 
$4,149,898,400 compared with $3,577,596,732 in the same period of 1946, 
or an increase of sixteen per cent. Operating expenses in the first six 
months of 1947 amounted to $3,248,235,715 compared with $3,085,405,036 
in the corresponding period of 1946, or an increase of 5.3 per cent. 

Thirty-three Class I railroads failed to earn interest and rentals in 
the first six months of 1947, of which fourteen were in the Eastern 
District, seven in the Southern Region and twelve in the Western 
District. 

Eastern District 


Class I railroads in the Eastern District in the first six months of 
1947 had an estimated net income, after interest and rentals, of $72,- 
000,000 compared with a deficit of $54,000,000 in the same period of 
1946. For the month of June alone, their estimated net income, after 
interest and rentals, was $18,000,000 compared with a deficit of $134,000 
in June, 1946. 

The same roads in the first six months of 1947 had a net railway 
operating income, before interest and rentals, of $152,089,983 compared 
with $23,518,291 in the same period of 1946. Their net railway operating 
income, before interest and rentals, in June amounted to $30,976,317 
compared with $12,371,980 in June, 1946. 
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Operating revenues of the Class I railroads in the Eastern District 
in the first six months of 1947 totaled $1,919,254,060, an increase of 22.7 
per cent compared with the same period of 1946, while operating ex- 
penses totaled $1,533,391,158 or an increase of 9.3 per cent above 1946. 
Southern Region 
Class I railroads in the Southern Region in the first six months of 
1947 had an estimated net income after interest and rentals, of $32,- 
000,000 compared with a deficit of $1,600,000 in the same period of 1946. 
For the month of June alone, they had an estimated net income, after 


interest and rentals, of $2,500,000 compared with a deficit of $994,000 in 
June, 1946. 

Those same roads in the first six months of 1947 had a net railway 
operating income, before interest and rentals, of $56,921,937 compared 
with $30,684,374 in the same period of 1946. Their net railway operating 
income, before interest and rentals, in June amounted to $7,372,396 
compared with $3,776,394 in June, 1946. 

Operating revenues of the Class I railroads in the Southern Region 
in the first six months of 1947 totaled $598,771,162, an increase of 11.6 
per cent compared with the same period of 1946, while operating ex- 
penses totaled $467,407,574, an increase of 3.3 per cent above 1946. 


Western District 
Class I railroads in the Western District in the first six months 
of 1947 had an estimated net income, after interest and rentals, of 
$100,000,000 compared with $35,000,000 in the same period of 1946. For 
the month of June alone, they had an estimated net income, after 


interest and rentals, of $15,000,000 compared with a net income of 
$16,000,000 in June, 1946. 

Those same roads in the first six months of 1947 had a net railway 
operating income, before interest and rentals, of $159,411,074 compared 
with $100,559,922 in the same period of 1946. Their net railway operat- 
ing income, before interest and rentals, in June amounted to $21,852,344 
compared with $21,676,578 in June, 1946. 

Operating revenues of the Class I railroads in the Western District 
in the first six months of 1947 totaled $1,631,873,178, an increase of 10.5 
per cent compared with the same period of 1946, while operating ex- 
penses totaled $1,247,436,983, an increase of 1.4 per cent above 1946. 


Program for 10,000 New Freight 
Cars a Month Reaffirmed 


After a conference attended by representatives of railroads, 
freight car manufacturers, steel producers and officials of the 
Office of Defense Transportation, in the Senate office building in 
Washington, Senator Reed, of Kansas, announced that the con- 
ferees had reaffirmed a car production program, first adopted in 
a similar conference last February, calling for an output of 
10,000 cars in September and in each of the following months 
(see Traffic World, August 2). 


Senator Reed said that there had also been effected an 
agreement that any car builder whose production was being 
retarded by shortages of certain parts should advise Director 
Johnson, of the O. D. T., of such shortages, and the Director 
Johnson, in the role of a production expediter, would then 
attempt to break the “bottlenecks” and do everything possible 
. —_ about deliveries of the parts required for completion 
re) e cars. 


As an instance of the sort of difficulty that was slowing 
down the output of new cars Senator Reed cited a report by 
F. G. Gurley, president of the Santa Fe, that completion of 
600 new refrigerator cars at the Santa Fe shops in Wichita, 
Kan., was “tied up” because of lack of one component part, 
delivery of which was being awaited. 

Senator Reed said he was “satisfied” that the goal of 10,000 
cars a month would be reached in September. He said he had 
received assurances from the Pullman Standard Car Manu- 
facturing Co. that, beginning in September, 2,300 to 2,400 new 
cars would be built by that company alone. He remarked that 
the railroads’ own car manufacturing shops, ordinarily pro- 
ducers of about one-fifth of the total new car supply, had built 
900 cars in July. He anticipated that they would build about 
1,500 a month, beginning in September. 

After stating that for the production of 7,000 cars a month, 
plus maintenance and repair of cars presently in service, a 
monthly total of 164,000 tons of steel was required, Senator 
Reed said that beginning with last March the steel companies 
had shipped 202,590 tons a month to the car manufacturers, 
including 60,000 tons a month for the railroad car shops. He 
said that the railroads now had a total of 111,000 cars on order 
and that they had plans to order an additional 30,000 cars. 

He mentioned steel-allocation problems of the steel pro- 
ducers that had been discussed in the conference. 

“In my opinion,” he said, “it (the steel) has gone to un- 
balanced inventories. Time would cure this, anyway.” 

Data presented at the conference, Senator Reed stated, 
showed that 26,569 freight cars had been exported from the 
United States in the first six months of 1947, while 19,809 new 
freight cars (considerably larger in size than those built for 
export) had been delivered to railroads within the’ United 
States, and while 25,918 old freight cars had been retired from 
service by the American railroads. Some new freight cars also 
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had been sent to Mexico, in addition to the foregoing total for 
the first half of this year, with the understanding that a like 
number of American-owned cars now in service in Mexico 
would be returned to this country, but he had been advised 
that most of those cars remained in Mexico, he said. 

The U. S. freight car export program reached its peak in 
March, when a total of 6,000 cars were shipped out, but de. 
clined to a total of 1,013 cars in June, Senator Reed reported. 


FREIGHT CAR REPORT 


U. S. railroads reported an average daily surplus of 4,217 
freight cars and an average daily shortage of 22,806 freight 
cars for the week ended July 26, according to the car service 
division of the Association of American Railroads. 

The surplus was made up as follows: Plain box, 0; auto 
box, 302; gondola, 664; hopper, 31; flat, 123; stock, 1,630; 
refrigerator, 1,168; and miscellaneous cars, 299. 

The shortage was made up as follows: Plain box, 11,584; 
auto box, 16; gondola, 3,555; hopper, 6,789; flat, 301; stock, 
228; refrigerator, 268; and miscellaneous cars, 65. 


TRANSPORTATION CORPS’ FIFTH ANNIVERSARY 


The Transportation Corps of the Army, the “youngest” of 
the various arms and services, celebrated its fifth anniversary 
July 31. Commemorating the occasion, Major General Edmond 
H. Leavey, Chief of Transportation, said: 


On this anniversary . .. the Transportation Corps . . . can look 
back to five years of achievements. The corps was organized to provide 
an integrated transport service for the personnel, arms, and supplies 
of the army. It was organized in time of war when the army was build- 
ing toward its greatest strength and was engaging in or preparing to 
mount campaigns reaching to the most remote territories of the 
world. ... 

The contribution of the Transportation Corps to the victory won 
is now history and we are justly proud of our record.... 

The problems of transportation in this postwar era of world-wide 
adjustment are many and complex. Our present operations in doing 
our part to aid in the quest for a permanent peace and a better world 
in which to live are no less urgent than those of war. The demands 
upon every member of the transportation team are such as not to 
permit us to relax our vigilance or our initiative and drive in executing 
our assigned tasks. 

Although young in years, the Transportation Corps is rich in ex- 
perience and accomplishments. During World War II it fulfilled its 
task admirably. Throughout the war the TC dedicated all its efforts, 
energy and loyalty to the fulfillment of its war task. With the advent 
of the post-war period and reconversion the TC continues to fulfill its 
mission by readjusting its activities to the needs of the new situation. 

Although its total personnel (peak) of 189,000 in June, 1945, had 
been reduced to 41,000 by the end of the fiscal year 1947, in some 
activities the TC even excelled its war record. 


N. |. T. L. REACHES 40TH BIRTHDAY 


The National Industrial Traffic League became 40 years 
old August 2. This anniversary, according to Edward F. Lacey, 
executive secretary, will be appropriately observed at the 
League’s annual meeting scheduled to be held in Chicago 
November 21-22. 


“Over the last four decades,” said Mr. Lacey, ‘‘the League’s 
prestige has so grown.that today it is generally considered ‘the 
shippers’ spokesman’ on national transportation matters, and 
its views and opinions are constantly sought by committees of 
Congress, government regulatory agencies, representatives of 
the carriers, and others. 


“In addition to its many accomplishments on behalf of 
industrial concerns, the League’s efforts have helped to increase 
the stature of the industrial traffic man until today he plays 
an important part in the industrial and economic picture in 
the United States. 

“Members can take justifiable pride in the League reaching 
its fortieth birthday, as everything indicates the League will 
play an even more important role in the transportation picture 
in the coming year.” 


N. |. T. L. SPECIAL RATE COMMITTEE 


Alonzo Bennett, president of the National Industrial Traf- 
fic League, has appointed Lowe P. Siddons, traffic manager of 
the Holly Sugar Corporation, Colorado Springs, Colo., as chair- 
man of the League’s special committee on Ex Parte 148, 162, 
163 and 166. Mr. Siddons succeeds J. E. Bryan, general traffic 
manager of the Wisconsin Paper & Pulp Manufacturers’ Traffic 
Association, Chicago, who asked to be relieved because he also 
is chairman of the League’s legislative committee and because 
of other activities. Mr. Bryan will continue as a member of 
the special committee, with A. H. Schwietert, vice-president of 
the League, and traffic director of the Chicago Association of 
Commerce, as vice-chairman. 
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C. A. B. Allows Consolidated Air 
Cargo Tariffs to Go Into Effect 


The Civil Aeronautics Board announced, late July 31, that 
it took “no action” on requests. for rejection or suspension of 
new consolidated air freight tariffs filed with it on behalf of 
scheduled domestic air lines, containing rates and uniform rules 
and regulations for the handling of cargo on a nationwide basis. 
The tariffs, designated as C. A. B. Nos. 1, 2 and 3, issued by 
Air Cargo, Inc., as agent for the participating carriers, went 
into effect August 1. 

Opposition to the tariffs, stated by the Air Transport Asso- 
ciation as reflecting a 25 per cent reduction in rates, was ex- 
pressed by the Air Freight Forwarder Association, Washington, 
D. C., Air Dispatch, Inc., Cincinnati, O., and the Detroit (Mich.) 
Board of Commerce which charged, generally, that no pro- 
vision was made for weight breaks under 16,000 pounds, except 
certain arbitraries below 100 pounds, that shippers would be 
assessed “the same rate per 100 pounds” for shipping 15,999 
pounds as would be exacted “for carrying a mere 100 pounds,” 
and that substantial increases in rates were provided between 
3,000 and 16,000 pounds. The tariffs were defended in memo- 
randa and motions filed with the C. A. B. on behalf of Amer- 
ican Airlines, Inc., Transcontinental & Western Air, Inc., East- 
ern Air Lines, Inc., and United Air Lines, Inc. (see Traffic 
World, August 2). In reply, the Air Freight Forwarders Asso- 
ciation urged suspension of the tariffs as originally requested. 


Plane Fleet, Airways Inadequate 
for Defense, Airline Head Says 


That the United States was now “sadly lacking” in the 
air transportation capability it would need in event of another 
war, that it had no established plan or program to provide ade- 
quate capacity, and that the federal airways system, ‘most 
modern ten years ago,” was out-of-date in many respects now, 
were declarations made by C. R. Smith, chairman of the board 
of American Airlines, Inc., in an address he delivered August 1 
at a meeting of the Air Forces Association in Dallas, Tex. His 
subject was, “Air Power and the National Defense.” 

“The war,” he said, “has taught us that air power is a 
total of three basic elements: (1) The striking element—the 
combat force, in being; (2) the productive capacity—the 
planned, orderly and available ability of our manufacturing 
plants to produce the aircraft and equipment which we will 
require; (3) air transportation, to guarantee the necessary mod- 
ern mobility, for transport and supply. 

“You cannot have national air power unless you have these 


three elements, each in adequate quantity and each of proven 
capability.” 


War Requirements 


Concerning the air-transportation element of air power, 
Mr. Smith stated his views as follows: 


We are today sadly lacking in air transportation capability. We 
ended the recent war with approximately 10,000 transport planes in 
military service. It is sensible to conclude that the requirements of 
the next war will be less? In total, combining the resources of the 
airlines, the non-scheduled carriers and the military and naval air 
transportation capacity, it is doubtful that we could put 2,000 modern 
aircraft into the field within reasonable time. And this, in total, is 
approximately 20 per cent of our proven requirement of World War II. 
And, even more worthy of your sincere consideration, is the fact that 
we have no established plan or program to provide adequate capacity. 

It is idle to plan, or to believe, that 10,000 transports, or any num- 
ber approximating that, can be maintained in peacetime by our military 
and naval services. The national economy will not permit, and should 
hot permit, them to be maintained in idleness or in non-productive 
storage, and there is no method by which the military services can 
sensibly employ that number of transport aircraft in peacetime. The 
great bulk of the transports must be numbered in civilian organizations, 
in the air lines and in other organizations operating aircraft for liveli- 
hood, and we must have a program which will permit and require the 
availability of air transportation capacity adequate for the national air 
power requirement. 

We need, and now require, a definite, orderly, sensible program; 
a program which will reasonably insure the continued strength of all 
three elements of national air power; combat air power, aircraft pro- 
ductive capacity, and adequate air transportation capacity. The Presi- 
dent has recently appointed a National Air Policy Board. The Congress 
has authorized a similar board with membership from both Houses of 
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the Congress. We have the continuing, effective work of the Air Co- 
ordinating Committee, . . . This is effective demonstration of the grow- 
ing public consciousness that we must diminish non-productive talking 
about the requirements of air power and settle down and do something 
about a program , . . which will be accomplished. ... 


Appropriations “Disappointing” 


In connection with his assertion that the federal airways 
system was now out-of-date, he said that many of the proven 
aids to navigation now available needed to be purchased and 
poe aoe _ that federal funds were required for that purpose, 
and added: 


The amounts appropriated by the Congress for that purpose were 
disappointing, to the federal agencies and to the users of the airways. 
This is a task which needs doing, and that without delay. I hope that 
this matter of national urgency, the modernization of our federal air- 
ways system, will have the early attention of Congress when it con- 
venes again. ... 

The national airport program has also felt the effect of the national 
program for economy. Time will not permit a detailed discussion of 
this problem but the airplanes, of the army, the navy and of the 
civilian operators are larger, faster, more capable and more requiring. 
The national airport program is an essential element of national air 
power, for modern airplanes without the availability of modern air- 
ports represent an incapable weapon of defense. Both the airport pro- 
gram and the airways program deserve the early attention of the 
Congress and of the committees which will formulate the air power 
program in the interim... . 

The air power of the United States is the greatest guarantee of 
world peace. That is why you must unceasingly remember and work 


unceasingly under the motto, ‘‘Air power is peace power,’’ for that is 
an enduring truth. 


Merchandise Exports and Imports 
by Air Increase 


Statistics made public August 4 by the Bureau of the Cen- 
sus of the Department of Commerce showed that United States 
exports and imports of merchandise by air totaled $25,384,000 
and 4,868,000 pounds in May, an increase of 6 per cent in value 
and 12 per cent in shipping weight above April air shipments. 

“Imports by air rose 20 per cent and 30 per cent, respec- 
tively, in value and shippirig weight from $6,864,000 and 851,- 
000 pounds in April to $8,230,000 and 1,107,000 pounds in May,” 
said the bureau. “Meanwhile, exports rose only 1 per cent in 
value and 7 per cent in shipping weight from $17,106,000 and 
3,502,000 pounds to $17,154,000 and 3,761,000 pounds.” 

La Guardia Field in New York continued as the outstanding 
airport in value of foreign trade, with exports valued at $7,668,- 
000 or 45 per cent of the total, and imports valued at $6,504,000 
or 79 per cent of the total, according to the bureau. The value 
of exports and imports through this airport increased 11 per 
cent and 14 per cent, respectively, above the April figures. 

Miami, said the bureau, continued as the leading port in 
shipping weight of exports by air with 1,721,000 pounds or 46 
per cent of the total, and as the second airport in value of for- 
eign air trade. This airport accounted for 28 per cent of the 
value of air exports, and 5 per cent of the value of air imports. 
Continuing, the bureau said: 


In shipping weight of imports by air, the leading airports of un- 
lading were Boston, 425,000 pounds, Rockland 278,000 pounds, Miami 
178,000 pounds and La Guardia Field 85,000 pounds. Virtually the entire 
weight of air imports unladen at Boston and Rockland consisted of 
lobsters from Canada, and the increase in this trade was largely re- 
sponsible for the sharp rise in the total shipping weight of air imports 
in May. 

Principal imports by air during May were watches and clocks, 
$2.5 million; precious metals (except gold and silver ore, bullion and 
coin; and jewelry) $1.1 million; furs and manufactures, $1.1 million; 
books and printed matter, $1.0 million; and precious stones, $.6 million. 
Imports of lobsters, principally from Canada to Boston and Rockland, 
amounted to $267,000 and 744,000 pounds—3 per cent of the value and 
67 per cent of the shipping weight of all imports by air. 

The commodity groups most important in the air export trade were 
wearing apparel, $3.0 million (principally of synthetic fibers to Belgium 
and Sweden); machinery and. vehicles, $2.8 million (mainly aircraft 
parts and electrical machinery); medicinal preparations, $1.7 million 
(principally to Mexico, Cuba, Brazil and France); jewelry, $1.5 million 
(chiefly to Brazil and Mexico); fountain pens and mechanical pencils, 
$1.1 million (principally to India, Brazil and Mexico) and furs and 
manufactures, $1.1 million (chiefly to Argentina and Brazil). 


Coverage 


Air export figures include data on exportations reported on Shipper’s 
Export Declarations of merchandise carried on all type of aircraft, com- 
mercial or military. Air exports are credited to the Customs District at 
which the Shipper’s Export Declarations are filed. Excluded from these 
export data are air shipments to the United States armed forces abroad, 
air shipments between Continental United States and its Territories and 
Possessions and between the individual Territories and Possessions and 
merchandise exported by air mail. 

Merchandise which is imported into this country via commercial 
air carrier, Air Transport Command or other Army and Navy aircraft, 
is classified as an air import regardless of the method of transportation 
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used subsequently in transporting the merchandise from the port of 


unlading to the customs district of final entry. The air import figures. 


are general imports and represent the total of imports for immediate 
consumption plus entries into bonded storage and manufacturing ware- 
houses. Excluded from the air import statistics is merchandise arriving 
in the United States by air mail. Air shipments in transit through the 
United States from one foreign country to another are not included in 
either the import or export figures. 


Revised Federal-Aid Airport 
Program Announced by C. A. A. 


Approval by Administrator Wright, of the Civil Aero- 
nautics Administration, of a revised federal-aid airport pro- 
gram calling for construction or improvement of 908 airports 
at an estimated cost to the federal government of $66,569,590, 
with local or state sponsors providing an additional $70,235,- 
095, has been announced by the C. A. A. 

Money for the federal contribution to the total cost of 
these airport projects would come from a fund of $77,500,000, 
available as a result of a merger of an appropriation of $45,- 
000,000 for the fiscal year ended June 30, 1947, and an appro- 
priation of $32,500,000 for the fiscal year ending June 30, 1948, 
the C. A. A. said. It stated that it now had on file a backlog 
of about $250,000,000 in requests for federal aid. 


Of the 908 airport projects comprising the revised pro- 


gram, 896 were for the continental United States, and 725 of 
the latter were for the construction or improvement of air- 
ports in the Class 1, 2 or 3 categories, while 171 were for air- 
ports of Class 4 or larger. Only three of the Class 4 projects 
involved construction of new airports, the C. A. A. said. It 
reported that, as of August 5, 12 projects had been “pro- 
grammed in the Territories and Puerto Rico.” 

“The apportionment of $77,500,000 of federal funds appro- 
priated for the fiscal years 1947 and 1948,” said the C. A. A., 
“consists of $4,087,500 for administrative purposes, $3,315,500 
for projects in the Territories, $52,572,750 according to state 
area and population, and $17,524,250 for a discretionary fund. 
The proposed federal expenditures comprise $49,997,985 of the 
$52,572,750 apportioned among the states as provided in the 
federal airport act, plus $14,818,530 from the discretionary 
fund and $1,753,075 from funds apportioned to Alaska, Hawaii, 
and Puerto Rico... .” 

Of the $66,569,590 of proposed federal expenditures, the 
C. A. A. said, $35,295,055 was for construction or development 
of Class 3 or smaller airports, and $31,274,535 was for Class 4 
and larger airports. It added that of the total amount of 
$140,702,885 of federal and sponsor funds for the airport pro- 
gram, the percentage of cost as related to land was 10 per 
cent (the federal government participating only to the extent 
of 25 per cent for land acquisition), 8 per cent for buildings, 
and 82 per cent for other items of airport construction, such 
as installation of high intensity runway lights, construction of 
runways for instrument approaches, construction of additional 
runways, and new airports. 

The C. A. A. said the airport program revision now ap- 
proved was designed to adjust, to the actual appropriation of 
$32,500,000 it received from Congress for the current fiscal 
year, the proposed appropriation of $65,000,000 which was sub- 
mitted to Congress in January, and to reallocate some 1947 
airport funds which were not used as planned. 


Forwarding Agency Asks C. A. B. to 
Exempt “Indirect” Air Carriers 


Asserting that the Civil Aeronautics Board had, by issu- 
ance of section 292.5 to its economic regulations, exempted 
“direct” air cargo carriers from certain provisions of title IV 
of the civil aeronautics act, but had taken no action with 
respect to the exemption of “indirect” air cargo carriers, as 
to which comment was asked on a draft of proposed regulations, 
the Westcoast Aircraft Sales & Service, Inc., of Seattle, Wash., 
has asked the board for “prompt” exemption of indirect air 
cargo carriers. 

In its petition filed with the board, designated as docket 
No. 2742, the petitioner, described as engaged in air freight 
forwarding as an agent of the shipper in domestic service and 
as an agent of the carriers in foreign and overseas service, said 
that the board, by such action, had permitted direct air cargo 
carriers to proceed with the orderly development of their phase 
of the air transportation business, and requested that a regu- 
lation exempting indirect air cargo carriers be issued promptly 
in order, it said, “that the air freight transportation business, 
especially during this present formative stage, may have the 
benefit of the air freight forwarders’ services.” 

The petitioner said it believed the adoption of proposed 
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regulations exempting air freight forwarders would accomplish 
the following: 


(a) Demonstrate the manner in which air freight forwarders, oper- 
ating as indirect common carriers of cargo, are able to contribute to 
the growth of the air cargo transportation business. 

(b) Permit the consolidation of shipments, and thereby allow the 
forwarder to realize the greater efficiency and to exercise economy in 
the handling of air-freight cargo. 


(c) Allow the gathering of experience and information with which 
to form a proper basis for the future regulation of indirect air cargo 
common carriers by the Civil Aeronautics Board. 


“If the opposition of the certificated air carriers to the 
exemption or certification of the air freight forwarders is based 
upon any other belief or premise than that they and they alone 
are entitled to handle air traffic, freight as well as passenger, 
and that no other organization or agency should be allowed to 
engage in any of the phases of air transportation, including the 
surface movement of said traffic incidental to the air shipment, 
then it is difficult for this petitioner to understand the fallibility 
of their position,” said the petition. “If, on the other hand, it 
is the belief and position of the certificated air carriers that 
they should be entitled to complete and monopolistic control of 
all phases of the air transportation industry, and be granted 
an exclusive franchise to engage in the same, without the 
interference or competition of any other organization or agency, 
then that position should be severely scrutinized by the board. 
The board should, indeed, take cognizance of past regulations 
of common carriers in other fields of transportation, and should 
not deny the public the service of the air freight forwarders 
if they can provide a better and more economic air freight 
transportation service.” 


Railway Express Seeks Services of 
“Indirect” Air Cargo Carriers 


The Railway Express Agency, Inc., of New York, N. Y., has 
filed an application with the Civil Aeronautics Board, designated 
as No. 3067, for authority to engage indirectly in air trans- 
portation by “mutually satisfactory arrangements” with non- 
certificated cargo carriers operating under letters of registration 
issued pursuant to section 292.5 of the board’s economic regula- 
tions. 

Section 292.5 established a classification of non-certificated 
air carriers known as “‘non-certificated cargo carriers” directly 
engaged in interstate or overseas air transportation of property 
which do not hold certificates of public convenience and neces- 
sity under section 401 of the civil aeronautics act. 

While it did not hold a certificate authorizing air transporta- 
tion and was not currently engaged in air transportation pursu- 
ant to section 292.1, the Express Agency pointed out that it was 
presently engaged in air transportation of property indirectly 
through contractual arrangements with certificated domestic air- 
lines under temporary exemption from the requirements of sec- 
tion 401(a), and asked that the board take immediate action to 
permit extension of its services over the lines of non-certificated 
cargo carriers as rapidly as they became qualified to operate 
under section 292.5. : 


After asserting that a large number of non-certificated 
cargo carriers had filed applications for letters of registration 
and many of them had requested the Express Agency to enter 
into arrangements with them to conduct an indirect air trans- 
portation cargo business over their lines, the petition said: 


It would be an undue burden on applicant to be restricted in its 
operations so as not to be able to afford its patrons and the shipping 
public its complete and efficient service now in operation and now avail- 
able over the lines of the non-certified cargo carriers without restriction 
as to weight, size or classification of property to be transported. 


Other Applications 


Other new applications for air rights and services filed with 
the Civil Aeronautics Board are: 


No. 3068, Swiss Air Transport, Ltd. (‘‘Swissair’’), Zurich, Switzer- 
land, for a foreign air carrier permit authorizing service between 
Switzerland and New York, serving airports in Eire, Newfoundland 
and the Azores. 

No. 3069, West Central Airlines, Inc., Dallas, Tex., for a temporary 
exemption order authorizing ‘‘experimental’’ transportation of mail and 
property on a scheduled basis between Amarillo, Tex., and Bismarck, 
N. D., as set forth in docket No. 1424, pending decision in the so-called 
Mississippi Valley Case, No. 548 et al. Applicant says it has been 
granted a letter of registration under section 292.1 of the board’s 
economic regulations to conduct transportation of persons and property 
in non-scheduled and irregular reute operations as a non-certificated 
irregular air carrier. 

No. 3073, Northwest Airlines, Inc., St. Paul, Minn., for an exemp- 
tion order authorizing it to serve Eau Clare, Wis., on flights which 
serve Madison or La Crosse, Wis., or Rochester, Minn., until such time 
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as adequate airport facilities for service Green Bay and Wausau, Wis., 
are available. 


NON-CERTIFICATED AIR CARGO SERVICE 


Acting on an application filed under section 292.5 of its 
economic regulations, the Civil Aeronautics Board has issued 
a letter of registration to U. S. Airlines, Inc., of St. Petersburg, 
Fla., authorizing the airlines to operate as a non-certificated 
carrier of cargo only in scheduled or non-scheduled service be- 
tween approved established points in the northeast, the north 
central parts of the U. S., the southeast, and points in Louisiana, 
Texas and California. Under section 292.5, according to the 
board, a non-certificated carrier must show that its operations 
were on a basis other than casual, occasional or infrequent in 
the 12-month period ended May 5, 1945, in order to obtain a 
letter of registration. It found in the use of U. S. Airlines that 
certain of the points applied for were not “established,” assert- 
ing that it was considered that less than four traffic landings 
in any one month did not constitute sufficient service to warrant 
designation of a particular place as an “established point.” 

According to the board, the letter of registration issued 
to U. S. Airlines is the second of such letters issued since pro- 
mulgation of section 292.5. The first issued was to Globe 
Freight Airline, Inc., of Hartford, Conn., authorizing cargo 
operations between established points of Boston, Mass., Hart- 
ford, Conn., New York, N. Y., Philadelphia, Pa., Baltimore, Md., 
Richmond, Va., Charlotte, N. C., Atlanta, Ga. Birmingham, Ala., 
and New Orleans, La. The board pointed out, however, that 
under its newly promulgated section 292.1, relating to registra- 
tion of non-certificated carriers conducting passenger or cargo 
operations on an “irregular” basis, a total of more than 500 
letters had been issued through the month of July. Only one 
application it said, had been denied. 


Cc. A. B. FOREIGN TRANSPORT HEAD 


The Civil Aeronautics Board has announced the appoint- 
ment of Sydney B. Smith to the position of chief, foreign air 
transport division, Economic Bureau. 

“Mr. Smith has had considerable experience in the aviation 
field dating back to his employment in 1936 with the Division 
of International Communications, Department of State,” said 
the C. A. B., adding: 


During this employment he served as divisional assistant in con- 
nection with international aviation matters including participation in 
international conferences .and assistance generally in the formulation 
of United States policy in international aviation. In April, 1941, he 
became Washington representative of the Lockheed Aircraft Corpora- 
tion and subsequently served with a subsidiary company as public 
relations officer until he entered military service in December, 1942. 
The major portion of his military service was with the Air Transport 
Command and included such duty assignments as staff judge advocate 
and assistant chief of staff, plans, with the European division and as 
chief, special project section in Washington. Following his military 
service, he accepted employment with Transcontinental and Western 
Air, Inc., as special assistant to the chairman of the board. 

As chief of the foreign air transport division, Mr. Smith will direct 
the activities of this division which is engaged in obtaining, correlat- 
ing and analyzing comprehensive information on flight equipment, 
operating and traffic statistics, and financial and economic data in con- 
nection with all foreign airlines, which information is used as a basis 
for studies required by the board in connection with the granting of 
foreign air carrier permits. He will also supply information for use 
in consultations with the Secretary of State concerning the negotiation 
of agreements with foreign governments for the establishment or de- 
velopment of air navigation, including air routes and services. 


ALASKA AIRLINES PLEA DENIED 


An application by Alaska Airlines, Inc., in docket No. 
3001, for a temporary exemption from the certificate provisions 
of the civil aeronautics act so as to permit the applicant to 
engage in scheduled air transportation of cargo between An- 
chorage, Alaska, and Seattle, Wash., has been denied by the 
Civil Aeronautics Board, by an order identified as serial No. 
E-730. 


U. S.-CARIBBEAN AIR ROUTES 


The Civil Aeronautics Board, by an order (serial No. 
E.729) has denied petitions of Eastern Air Lines, Inc., and 
National Airlines, Inc., for reconsideration by the board of its 
reaffirmation, on May 5, 1947, of its earlier denial of their 
applications for routes to the Canal Zone. 


DUTCH FOREIGN AIR SERVICE 


The Civil Aeronautics Board has announced amendment 
of the foreign air carrier permit of KLM Royal Dutch Airlines, 
authorizing it to continue service between Amsterdam, The 
Netherlands, and New York, N. Y., with intermediate points in 
the United Kingdom, Eire, Newfoundland, and the Azores. 
The board said the amended permit, approved by the President, 
would terminate in one year unless before the end of one year 
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the transportation therein authorized became the subject of any 
treaty, convention or agreement to which the United States or 
The Netherlands might become parties in which event the 
permit shall continue in effect during the period provided for 
in such treaty, convention or agreement. 


ALASKA AIR CERTIFICATE TRANSFER 

The Civil Aeronautics Board has approved the transfer to 
Pacific Northern Airlines, Inc., of a certificate previously 
issued to Woodley Airways, known since 1945 as Pacific North- 
ern Airlines, a partnership operating from Anchorage, Alaska. 
It said the transfer, in effect, changed the former Woodley 
Airways from a partnership to a corporation operating under 
the name of Pacific Northern Airlines, Inc. President Truman, 
said the board, had approved the decision. 


AIRLINES OPPOSE FORWARDER RIGHTS 


In the next to the last paragraph of story in Traffic World, 
August 2, page 357, relating to protest of the Air Transport 
Association of America against Air Freight Forwarders Asso- 
ciation proposed operating authority, the first sentence should 
have read: 

“But in air transportation the stake will be 98 per cent of 
the carriers’ traffic—for that is the amount which is l1.p.1. traffic 
which the forwarder can contend for.” 


AIR MAIL TO FOREIGN LANDS 


“More people than ever are taking advantage of air mail to 
foreign countries,”’ says the Post Office Department. 

Postal officials stated that this was due to the reductions in 
foreign air mail rates which went into effect last November and 


which in some instances were lowered as much as 65 per cent, 
and added: 


Reaching a new peacetime high of 409,158 pounds in May of this 
year, the average monthly mail load transported by air for the six 
month period January-June, 1947, was 354,525 pounds. In comparison, 
air mail overseas for the month of October, 1946, the last month the 
old rates prevailed, amounted to only 202,438 pounds. The six months 
average represents a 75.1 per cent increase over last October. 


PERUVIAN INTERNATIONAL AIRWAYS PERMIT 


The Civil Aeronautics Board has issued a foreign air car- 
rier permit, approved by President Truman, to Peruvian Inter- 
national Airways authorizing that carrier to engage in foreign 
air transportation of persons, property and mail between the 
terminal points Lima, Peru, and Montreal, Canada, via the 
intermediate points Balboa, Canal Zone; Panama City, Pan- 
ama; Havana, Cuba; Washington, D. C.; and New York City. 
The board said the carrier had been designated by the Govern- 
ment of Peru to establish international air service between 
Peru and Canada, pursuant to a bilateral Air Transport Agree- 


ment between the United States and Peru of December 27, 
1946. 


UNITED PURCHASES RADAR ALTIMETERS 
.United Air Lines has purchased 200 radar altimeters and 
expects to have them installed in its-fleet of Mainliners by this 
winter, J. A. Herlihy, vice-president—operations, has an- 
nounced. The radar altimeter will be particularly important in 
connection with automatic airport approaches such as United 
is preparing to adopt as standard procedure, Mr. Herlihy said. 
Pilots making such approaches will be able to pre-set the radar 
altimeter to warn them when they are less than 200 or 100 feet 
from the ground and thereby will be relieved of continuous 

attention to the barometric altimeter, said Mr. Herlihy. 


KATY SOIL CONSERVATION TOUR 


“Civilization can continue to progress only so long as man 
can continue to be well fed by the products of the soil,” said 
Donald V. Fraser, president of the Missouri-Kansas-Texas Rail- 
road, in opening a soil conservation meeting attended by more 
than a thousand farmers and business at Greenville, Texas. Mr. 
Fraser strongly emphasized the fact that big business as well 
as farm community merchants and farmers themselves must 
take steps to halt the wasting away of vital farm lands through- 
out the country. 

Mr. Fraser’s speech was made at Greenville on the second 
day of the conservation tour sponsored by the Second National 
Bank of Houston and the Katy Railroad, railroad officials said. 
Other speakers included C. M. Malone, vice-chairman of the 
board, and O. Dooley Dawson, vice-president of the Houston 
Second National Bank, and C. M. Evans, Dallas, southwestern 
manager, U. S. Department of Agriculture. 

Preceding the meeting, the touring party visited Green- 
ville industrial plants and soil-conservation planned farms in 
Hunt County. The road party will proceed to Waxahachie, 
Taylor and Smithville, Tex., Katy officials said. 
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Still Searching for 
Passenger Service Improvements 


Editor the Traffic World: 

Some weeks ago, I wrote to you regarding the extremely 
poor grade of service the railroads as a whole are furnishing 
passengers. Since that time, I have occasion to travel several 
thousand miles and I find that, as a whole, conditions are 
extremely bad. 

One of the principal complaints I have is the indifference 
and the discourtesies shown by a great many trainmen. Some- 
how the fact has never as yet been impressed on these people 
that the traveling public pays their salaries—that the traveler 
should be considered, figuratively speaking, the boss. 

All too often you find railroads which do not have long 
station platforms but they refuse to allow a person to board 
the train except at a specified entrance, making it necessary, 
often times, for the passenger to walk on cross-ties for a good 
portion of the way to the train. This not only is a hazard but 
in the hot summer weather, it puts anything but a good taste 
in the passenger’s mouth. 

I am beginning to wonder, frankly, why any of the rail- 
roads have porters on their trains. They, as a whole, make no 
effort to handle hand-bags but seem to think their principal job 
is to put the stool down at the train entrance, ask you where 
you are going, and holler “all aboard” when the train is ready 
to leave. 

Another thing is that a lot of the modern trains seem to 
operate under the assumption that they have to have too many 
seats in each coach. That does not allow sufficient leg room 
and should the person in front of you recline a bit too far, it 
practically makes your seat a bed. 

I still contend, as I have from the beginning, that the 
average railroad simply is not willing to accept suggestions 
from the outside. The suggestions would have to be modified, 
of course, but some of the best suggestions I have ever seen 
have been offered by customers. Surely a good passenger train 
is the best advertisement any line can have for its freight 
service. 

I sincerely hope that, through your Open Forum column 
and publication of these letters, a closer understanding will be 
brought about between the railroads and the traveling public. 

W. M. Russell, Industrial Manager, 
Lincoln County Chamber of Commerce 
Brookhaven, Miss., Aug. 1, 1947 


Cancellation of Southern 
Classification Exceptions 


Editor the Traffic World: 

I notice that final consideration of the proposal to cancel 
some 3,000 exceptions to the Southern Classification will be 
heard by the executive committee on August 18. The Southern 
Traffic League, entering its usual blanket objection to the 
re-establishment of all these rates in first and second classifica- 
tions that were reduced supposedly to meet motor truck com- 
petition but really to eliminate coastwise competition, just 
clouds the issue. 

The league did not ask for these rate reductions proving 
that they were not necessary to move the traffic economically, 
so their blanket objection should not be given too much con- 
sideration. 

These rates were supposedly put in to meet motor carrier 
competition. The motor carriers, on basis of their superior 
service, pick-up, storedoor delivery, etc., promptly froze their 
rates at second class. The freight forwarders had to do like- 
wise, directly or indirectly, either by publication or by not 
actively soliciting certain items. Thus no tonnage was gained 
and everyone handled tonnage, as statistics submitted in favor 
of a blanket raise indicated, at less than out-of-pocket cost. This 
cost the rail lines millions of dollars during the war years 
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alone, when the cause of the publication of these blanket cut 
rates was removed, because the coastwise ships were eliminated 
by the war. 
I hope this writes finis to this type of wholesale rate cut- 
ting, and all future similar cases. 
John M. Flynn, Sr., 


. Traffic Consultant. 
4 New Orleans, La., Aug. 2, 1947. 


Private Enterprise in Transport 
eds Fair Return, Widell Says 


Arguing for preservation, to private management in trans- 
portation, of what he describes as “the constitutional guarantee 
of a fair return to private property devoted to public use,” 
C. E. Widell, of Nashville, Tenn., transportation director of the 
Tennessee Manufacturers Association, in a statement he has 
prepared and has made available for publication, has taken the 
position that the railroads of the United States are not now 
receiving “the fair return contemplated or measured by the 
responsibility they assume and bear in performing the trans- 
portation function’—a function he views as delegated by the 
government to the carriers as its agents. 

In support of his assertion that the providing and furnish- 
ing of the transportation facilities of the nation was primarily 
a function of the government, Mr. Widell cited a U. S. Supreme 
Court opinion written in 1886 by Justice Bradley, which in- 
cluded the following: 





The highways in a state are the highways of the state. Convenient 
ways and means of intercommunication are the first. evidence of the 
civilization of a people. The highways of a country are not of private 
but of public institution and regulation. In modern times, it is true, 
government is in the habit in some countries of letting out the con- 
struction of important highways, requiring a large expenditure of 
capital to agents, generally corporate bodies created for the purpose, 
and giving to them, the right of taxing (charging) those who travel or 
transport goods thereon, as a means of obtaining a compensation for 
their outlay. But a superintending power over the highways, and the 
charges imposed upon the public for their use, always remains in the 
government. This is not only its indefeasible right, but is necessary 
for the protection of the people against extortion and abuse. These 
positions we deem to be incontrovertible. Indeed, they are adjudged 
law in the decisions of this court. Railroads and railroad corporations 
are in this category. 


Railroads’ Dual Obligation 


Mr. Widell said that, accordingly, the American railroads 
were functioning “under a dual system which compels: them, 
on the one hand, to bear the full responsibility to the people 
of the country of a governmental function and, on the other 
hand, as private enterprise to provide not only the necessary 
private capital required as initial investment but also sufficent 
returns to pay all expenses, maintain a sound and efficient 
transportation system and have enough left to repay investors 
and attract new money for betterments and expansion of the 
transportation systems.” 

“Unlike other private industry,” he continued, “the rail- 
roads have accordingly taken over a state function for which 
the government is primarily responsible. The fact that the state 
has not undertaken to perform it but, rather, has delegated it 
to private management, does not change the essential character 
of the function itself. 


“From this viewpoint, which is generally lost sight of, it 
is evident that our railroads under private enterprise perform 
this function against conflicting cross-currents. There is the 
absolute need, on the one hand, of obtaining sufficient revenues 
to pay all costs of operation, fixed charges and dividends, how- 
ever small, to investors, and of maintaining a sound credit 
position in order to attract new capital for development and 
expansion; while, on the other hand, there is no escape from 
the essential character of the governmental function, and the 
responsibility attaching to it to furnish a sound and efficient 
transportation service in the. public interest, regardless of the 
amount of returns or costs. 
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“If the transportation service in this country were to be 
performed by the government there would be no special ques- 
tion regarding the maintenance of some sort of transportation 
service regardless of revenue losses, just as in the case of the 
federal postal service. There is little difference in the essential 
character of the two; both are primarily functions of the state. 
Deficits in the postal service, while deplorable and talked about 
put concerning which little is done, seldom affect the handling 
of the mail service, and the same might probably be true of 
the transportation service if performed by the government itself. 
Of course, public taxes would be utilized to defray deficits. 
What the public might not then pay for directly would be paid 
for in taxes. But pay it would. 


“While private management has taken over the state’s 
responsibility to its people to perform a sound and efficient 
transportation service, it has done so without any of the gov- 
ernment’s cushioning power to make up deficits through the 
power to tax. Private management, to the contrary, must raise 
its own capital—since it cannot rely on public funds as the 
federal government does—and must then take its chances on 
obtaining enough traffic and a satisfactory rate structure to 
provide sufficient revenues to make the entire effort worthwhile 
and successful... .” 





















Six Per Cent Return “Never Reached” 


Mr. Widell said that the history of American transporta- 
tion had proved, “in its breach rather than in the observance,” 
the sufficiency of the constitutional guarantees of a fair return 
and against taking of private property for public use without 
due process. He said the transportation act of 1920 had held 
out hope to the carriers than a 6 per cent return to them would 
be —- fair and equitable, but that this was never 
reached. 


Any failure of the private transportation systems to “main- 
tain the governmental function undiminished in their service 
to the public,” regardless of the revenue returns, merely raised 
the spectre of government ownership and control, “for which 
this country has an inherent abhorrence, and which experience 
has proved to be inefficient, costly and altogether unsatisfac- 
tory,’ Mr. Widell said. 


His statement continued, in part, as follows: 
























Yet the fact remains that if private enterprise in transportation is 
to be maintained and preserved in this country, it must be supported 
by sufficient revenue returns to enable private management to accom- 
plish all that is required of it as a governmental function, as well as 
custodian of the public interest and the public investors’ money. 


The ebb and flow of the tide of traffic is the main hazard of private 
enterprise in transportation, For it no subsidy guarantees are available 
to cushion the shock of deficits in poor years, and often the good years’ 
excess earnings are recaptured by horizontal rate reductions which not 
only accomplish the immediate purpose of reducing current revenues, 
but also tend to run over into poor years’ scarcities. 


In these circumstances private management needs and should have, 
if we are to maintain private enterprise in transportation in this coun- 
try, a safety factor in the way of a rate of return capable of with- 
standing the shock of poor years’ deficits; and, as well, to provide for 
the primary needs of betterments and expansions, in the public in- 
terest, and not least, to maintain a safe credit position in the money 
markets of the country. Without this, private enterprise in transporta- 
tion in this country is doomed. 






















































































































Importance of Sufficient Revenue 











Only in this way can we have a well-defined and salutary national 
transportation policy. . . . The only hope for the maintenance of private 
enterprise in transportation in this country lies in a revenue return to 
the carriers sufficient to enable them to shoulder the full responsi- 
bility of the governmental function in the public interest and, at the 
same time, provide fully for the economic profit motive which, after 
all, is the mainstay of all free enterprise. 


Today it can hardly be said that the railroads are receiving the 
fair return contemplated or measured by the responsibility they as- 
sume and bear in performing the transportation function, or com- 
mensurate with the needs of the vast sums of private capital required 
to maintain such public service. The state cannot shirk its primary 
responsibility to provide the people of the country with a sound and 
efficient transportation service. Either it must do so itself or provide 
for such service through other means. The responsibility, as such, con- 
tinues to rest wholly upon the state. If it delegates the function and 
responsibility to private capital and management, it must not only see 
to it that private enterprise renders faithful service, but also that it is 
provided with the fair return which, under sound and economical man- 
agement, is required for such service in the public interest. The choice 
by the people ‘of this country is overwhelmingly against government 
operation with its attendant evils, and wholly in favor of the unex- 
celled private management and enterprise which, except for one un- 
happy war emergency, has continued thoughout all the years since the 
beginning of this nation. And yet it should not be overlooked that the 
fair requirement of a reasonable return on private property devoted 
to public use is by far to be preferred to the inexorable and hard 
bower of the state to tax. And it is axiomatic that the power to tax 
ls the power to destroy. 


























































Integrated Highway System of 
37,681 Miles to Be Improved 


Major General Philip B. Fleming, Federal Works Admin- 
istrator, has approved with few changes routes selected by the 
state highway departments for inclusion in a national system of 
interstate highways, the Public Roads Administration of the 
agency has announced. 

_ _ “The system contains 37,681 miles of the nation’s principal 
highways, including 2,882 miles of urban thoroughfares,” said 
the roads administration. “Additional urban circumferential 
and distributing routes are to be designated later, and 2,319 
miles have been reserved for these routes.” 

Rural sections of the interstate system according to the 
administration, comprise only 1.1 per cent of all rural roads but 
carry 20 per cent of all rural traffic. 

“The system reaches 42 state capital cities and will serve 
directly 182 of the 199 cities in the country having a population | 
of 50,000 or more persons,” it added. “Average traffic on routes 
comprising the sytem, exclusive of urban sections, was 2,693 
vehicles per day in 1941 as compared with 1,439 on the federal- 
aid sytem, 972 on state highways, and 155 on all rural roads. 


Expressways To Be Built 


__ “In many large cities depressed or elevated expressways 
will be built, making possible city travel at an average speed of 
35 to 45 miles an hour, without stops for traffic signals and free 


of interference by cross-traffic,” said the roads administration, 
adding: 


Depressed portions of expressways will be supplemented by parallel 
frontage roads for ‘‘local’’ traffic, and bridges will be constructed at 
intersections to serve cross-traffic. The urban expressways will be 
integral parts of the national/interstate system. 


In recommending routes for inclusion in the system, state highway 
departments were governed by provisions of the federal-aid highway 
act of 1944, which required that ‘‘there shall be designated in the con- 
tinental United States a national system of interstate highways not 
exceeding 40,000 miles in extent, so located as to connect by routes as 
direct as practicable the principal metropolitan areas, cities and indus- 
trial centers, to serve the national defense and to connect at suitable 
border points with routes of continental importance in the Dominion 
of Canada and the Republic of Mexico.”’ 


The act further required that ‘‘the routes of the national system of 
interstate highways shall be selected by joint action of the state high- 
way departments of each state and the adjoining states,’’ and in an- 
other provision required approval by the Federal Works Administrator. 


The federal-aid highway act of 1944 authorized $500,000,000 in each 
of the three fiscal years following the war to assist the states in de- 
veloping a three billion dollar highway program which would include 
improvements on the regular federal-aid system, on highways in urban 
areas where the population is 5,000 or more, and on a federal-aid sys- 
tem of secondary or farm-to-market roads in each state. 


The sum of $225,000,000 was set aside from the authorized annual 
appropriation for improvements on highways in the regular federal-aid 
system; $125,000,000 was made available for urban sections of the sys- 
tem only, including expressways, circumferential and distribution 


me and $150,000,000 was earmarked for state systems of secondary 
roads. 


No specific sum was provided for development of the national in- 
terstate system; however, since the system is made a part of the 
federal-aid system, the amounts provided for this system are available 
for the interstate system. The appropriations authorized have already 
been apportioned among the states. 

In most states half of the cost of federal-aid projects and up to 
one-third of the cost of right-of-way may be financed by the federal 
government. The exceptions are states containing large areas of land 





National System of Interstate Highways as selected by state highway 
departments and approved by the Federal Works Administrator 
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in the public domain where a higher rate of federal participation is 
permitted. ... 


Types of Highways 

Design standards for the system approved by the American Asso- 
ciation of State Highway Officials on August 1, 1945, call for four-lane 
divided highways wherever the traffic volume is 800 motor vehicles in 
peak hours. For such highways in rural areas, a right-of-way of 250 
feet is advocated as desirable. Traffic lones 12 feet wide are recom- 
mended on all heavily traveled routes. Where traffic density exceeds 
3,000 vehicles in peak hours, elimination of all cross traffic at grade is 
advocated. 

Control of access to the interstate routes, particularly in and near 
cities, is considered essential. Large streams of traffic cannot move 
swiftly and safely if obstructed continually by vehicles entering and 
leaving an express route. Access points are to be placed as frequently 
as they are needed, but accomplishment of the main objective prevents 
permitting access at every cross road or street, busineSs place, or resi- 
dence, Many states do not yet have adequate legal authority to control 
access. 

Although the new interstate system follows, in general, the prin- 
cepal routes in the present federal-aid system, it! may be necessary in 
.many instances to relocate existing highways or build alternate routes 
for express traffic in order to meet essential standards of width, grade, 
alinement, and control of access, according to Public Roads Commis- 
sioner Thomas H. MacDonald. 

Routes included in the system, as well as the adopted standards of 
design and construction, conformed in broad outline to recommenda- 
tions contained in the report submitted to President Roosevelt in 1944 
by the National Interregional Highway Committee, of which Commis- 
sioner MacDonald was chairman, it was pointed out. 

The National Interregional Highway Committee’s report was trans- 
mitted to Congress by the President on January 12, 1944, and in De- 
cember of that year Congress enacted legislation requiring that the 
interstate system be designated and authorizing Federal appropria- 
tions for highway construction in the first three post-war fiscal years. 

State highway departments were requested to select routes for 
inclusion in the national interstate system and replies were received 
from all states in 1945. Since that time representatives of state high- 
way departments and the Public Roads Administration have been en- 
gaged in ironing out differences concerning alternate routes and con- 
nections at state boundaries. 

Meanwhile work has been started on improvements on sections of 
the federal-aid system included in the national interstate system, for 
which plans had been completed prior to V-J Day. Commissioner Mac- 
Donald emphasized, however, that development of a national interstate 
system of highways embodying standards of design recommended by 
the Public Roads Administration and the American Association of State 
Highway Officials was a long-range program to be carried out over a 
period of years. 


U. S. TRUCK TRAFFIC SURVEY AUG. 20 

The American Trucking Associations, Inc., has announced 
that it has asked motor carriers throughout the country, par- 
ticularly the smaller carriers, to compile detailed information 
on all freight handled by them August 20. It said such data 
would be used in connection with the Commission’s investiga- 
tion (in a proceeding docketed as MC C-542) of rates and 
charges for pick-up and delivery service, and in its investiga- 
tion of rates and charges on small shipments (MC C-543) and 
that the data so obtained from the small truck lines would 
augment information the Commission would receive under an 
order requiring similar reports from common carriers of general 
commodities with annual gross revenues of $400,000 or more. 
The A. T. A. said the one-day survey, in addition to furnishing 
data on smaller carriers for use at the Commission’s hearings, 
would provide additional data on shipments, weight and revenue 
from the larger carriers. 


Radio Adapted to Many Railroad 
Uses, Says F. C. C. 


In a statement reviewing use of radio by railroads in 
train operations, occasioned, as it indicated, by the fact that, 
“for the first time in American railroad history, starting Au- 
gust 15, it will be possible for the general public to telephone 
to and from moving trains,” the Federal Communications 
Commission, August 4, referred to the telephone service that 
will be made available on certain trains between New York 
and Washington by the Baltimore & Ohio and the Pennsyl- 
vania railroads. It also told of the telephone service plan of 
the Chesapeake & Ohio with reference to certain trains be- 


tween Orange, Va., and Cincinnati, O. (see Traffic World, Aug. 
2, p. 364). 


Continuing its review of railroad use of radio.for com- 
munication purposes, the communications commission said: 


Already there is an established radio service for use by railroad 
personnel exclusively. Known as the ‘Railroad Radio Service,’’ it 
covers utilization of radio as an aid to train operation and yard and 
terminal traffic control. About 100 authorizations in this category 
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contribute to the safety and efficiency of rail operations. This figure 
represents some 75 land stations and 700 mobile units, since a single 


grant may cover from one to a hundred radio installations on engines 
and cars. 


Service Inaugurated in 1945 


The Railroad Radio Service was inaugurated on December 31, 1945, 
after it was shown that use of radio would benefit both the public 
and the industry. It was developed by the commission in collaboration 
with the Association of American Railroads, and incorporates a geo- 
graphical assignment plan to insure the utmost use of available fre- 
quencies. War-time developments of very high frequency transmission 
has made it possible to design radio equipment to meet the particular 
needs of rail transportation. 

Sixty frequencies between 158.37 and 161.91 megacycles are allocated 
for this type of railroad radio use. Fifty-four of these channels can 
be employed for yard and terminal traffic control, since that is the 
most popular application at this time. Direct radio links between the 
dispatcher’s office and switch engines speed the movement of rolling 
stock and tend to reduce cost of handling. This kind of operation 
requires relatively little change in established practices other than the 
introduction of radio equipment. 

Radio systems along the right-of-way are more expensive to install 
and maintain, and their use must be coordinated with the manual or 
automatic block signal systems existing on slightly more than half of 
the main trackage of the nation. However, it is this latter type of 
radio service which, because of the increased element of safety, is 
believed due to become the most important adaptation of radio by 
the railroad industry. Accordingly, this class of station is given prior- 
ity in frequency assignments by the Commission on the 60 channels, 


a policy which has the endorsement of the Association of American 
Railroads. 


Radio Used on Long Trains 


Tests on one western railroad demonstrated the advantage of the 
radiotelephone for communication between locomotives out of sight of 
each other on the opposite ends of a long train proceeding around 
mountain curves. It made it possible to start and stop the train smooth- 
ly although the engines were half a mile apart. Also when a mishap 
occurs in an isolated spot, far removed from wire line facilities, the 
radio-equipped train can warn approaching trains and, at the same 
time, summon aid. With radio, one train can flash word to a pass- 
ing train that the latter has a hot box, etc. Or, by the same 
means, an engineer and a conductor separated on a mile-long freight 
train are in instant contact with each other. 

The Chicago, Burlington & Quincy Railroad, for example, is em- 
ploying radio for end-to-end communication on long freight trains. It 
is said to save from three to four hours in operating between Chicago 
and Denver. There is a high proportion of radio use by other lines 
in yard and terminal areas. Data of the Association of American Rail- 
roads indicate that yard radio comunication systems may save from 
4 to 12 per cent of the total annual, operating cost of the yard. Some 
of these radio installments have paid for themselves during the first 
year of operation. 


Future Needs 


Railroad spokesmen have estimated that within the next 10 years 
railroads may require from 75,000 to 100,000 transmitters. There are 
some 46,000 locomotives and 25,000 cabooses alone, not to mention need 
for land stations, utility vehicle equipment, and portable apparatus. 

Microwave experimentation has potential application to railroad as 
well as other fields. The Chicago, Rock Island and Pacific Railroad, 
for one, has done some experimental work looking toward possible 
replacement of its wire telegraph lines with microwave relay links. 

Some railroads are using a portable apparatus known as the ‘“‘carry- 
phone’’ for transmitting and receiving messages through the track, 
a modernization of the inductive telephone system. It provides short- 
distance communication with engines, freight car crews, and control 
towers. 


I. C. C. PRACTITIONERS 


The following have been admitted to practice before the 
Commission: 


John W. Aiken, Hickory, N. C.; W. Cecil Anderson, Knoxville, 
Tenn.; Carlos C. Ashley, Austin, Tex.; Hobert Lee Blackledge, Kearney, 
Neb.; John R. Blakely, Covington, Ky.; Edward L. Breeden, Jr., Nor- 
folk, Va.; Charles J. Carroll, Jr., New York, N. Y.; William Bernard 
Cole, Memphis, Tenn.; George W. Constable, Baltimore, Md.; Evan 
McC. Crossiey, Hagerstown, Md.; Clarence A. Dahle, Duluth, Minn.; 
Fred L. Davis, Parkersburg, W. Va.; Charles W. Dickey, Springfield, 
Mo.; Augustus S. Dreier, Plainfield, N. J.; Denis J. Driscoll, St. Mary’s, 
Pa.; Leonard Franklin, New York, N. Y.; Merle C. Groene, Billings, 
Mont.; Francis Eugene Harrison, McCormick, S. C.; Lewis Himmel- 
man, Pipestone, Minn.; William Benjamin Johnson, Philadelphia, Pa.; 
Walter Broughton Johnston, Princeton, W. Va.; Clement Samuel 
Kester, Norfolk, Va.; Seymour Krieger, Washington, D. C.; Joseph 
Louis Lair, Dayton, O.; Thomas H. Law, Fort Worth, Tex.; Marion 
Alfred Lawson, Clarksville, Tex.; Lawrence L. Lenertz, South St. Paul, 
Minn.; John S. McKiernan, Providence, R. I.; Milton Maurice Meyer, 
New York, N. Y.; Joseph Thomas Murphy, Philadelphia, Pa.; Warren 
B, Murphy, Syracuse, N. Y.; Herman J. Obert, Philadelphia, Pa.; Ellis 
Rudman, Philadelphia, Pa.; Richard Winfield Ryan, Ann Arbor, Mich.; 
Preston Shirley, Galveston, Tex.; Howard Prentiss Shores, Keyser, 
W. Va.; Arthur J. Sills, Perth Amboy, N. J.; Harris Toler, Austin, 
Tex.; Clarence Weber Tuley, Nashville, Tenn.; Ozbert W. Watkins, Jr., 
St. Joseph, Mo.; William L. Watkins, Anderson, S. C.; and Ernest 
Woodward, II, Louisville, Ky. 
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KERNEL 
CORN 
SPEAKING 


I’ve good reason to be proud of my family. Al- 
though an American for centuries, it was only after 
the white man arrived that I hit the “big time” as 
one of the world’s most important grains. In fact, 
that “North Western” territory known as the Corn 
Belt is named after me. 


It is in this rich midwestern region that my family 








does its best as food for livestock. But I’m also used 
for cereals, corn syrup, oils and scores of other essen- 
tial products. Yes sir, those Corn Belt farmers sure 
know how to take care of me. And that goes for the 
“North Western,” a Corn Belt railroad that goes 
through much of my domain. 


* * * * * * * 


Thank you, Kernel Corn. "‘North Western” pioneered 
in opening up much of the Middle West almost a 
century ago. Since that time it has been a leader in 
transporting corn and other grains from farm to mar- 
ket... over 75 million bushels of corn alone in 1946! 





Our representative will be glad to discuss your ship- 
ping problems with you. No obligation, of course, 
and you'll find him well informed. | 
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TACA Serves over 70 Com- 
munities in Central America 






Call Railway Express Agency or your 
nearest Waterman Steamship.Office— 
or write for pamphlet of rates, shipping 
instructions, routing labels, etc. 


Waterman Steamship Corporation 
Mobile, Alabama 
Agents for 
TACA AIRWAYS SYSTEM 
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Monon Marks Centennial with 
Ambitious Rehabilitation Plan 


Indiana line’s 1946 gross running nearly 50 per cent over 
1945. Expenditures of $26,000,000 for equipment, road- 
way and structures planned for the next three years. Com- 
munities join in elaborate centennial observances 


By ROBERT J. BAYER 


° An estimated 25,000 people turned 
out at New Albany, Ind., July 30, 
to witness an hour-long parade climax- 
ing a four-day observance of the cen- 
tennial of the Chicago, Indianapolis and 
Louisville Railway. Stores, offices and 
factories in the agricultural-industrial 
city of 35,000 closed to enable the popu- 
lace to participate in or watch the 
parade, to gather at the station to in- 
spect old and new trains, and to attend 
an outdoor dinner served in the evening 
to several hundred guests on the high- 
school grounds. 

Observance of the centennial began 
four days earlier when the William 
Mason, 91-year-old locomotive, loaned to 
the Monon by the Baltimore and Ohio 
for the occasion, drawing two pre-Civil 
War coaches and loaded with passengers 
dressed in the fashions of a century ago, 
began a tour of the railroad, to be met 
at each stop by crowds of local folks. 
The Monon, under its new president, 
John Barriger, has adopted the new 
title of “The Hoosier Line,” a gesture 
natives of the state seem to appreciate. 

At New Albany, Sunday, July 27, was 
designated ‘“Homecomers’ Day,” with 
events including an industrial exhibit, 
an antique ‘fair, a model train exhibit 
and an exhibit of photography. The 
next day was “Exhibitors’ Day,” with 
special window displays and a street 
dance. Races, fireworks and a band con- 
cert featured “Youth Day,” the third of 





Crowds gather around the William Mason and the Best Friend of Charleston, pioneer trains, at 
New Albany, Ind., to draw comparisons with the Monon’s new Hoosier streamliner, on an adja- 
cent track. The exhibit was part of the road’s centennial celebration, 


the celebration, and the arrival of the 
first of the Monon’s new diesel-powered 
streamlined Hoosier passenger trains 
and the events above described marked 
the final day. 

Nearly 200 guests rode the new train, 
which left Chicago at 7:00 a. m. and 
arrived at New Albany at 3:00 p. m. The 
six-car train was rebuilt from surplus 
Army hospital cars in the Monon shops 
at Lafayette, Ind. It consists of three 
coaches, a combination diner-bar car, 
an observation-lounge car, and a mail- 
compartment car. In equipment and 
decor these cars embody all the latest 
comfort and safety developments. The 
train will go in service between Chicago 
and Indianapolis on August 17, on a 
daily schedule calling from departure 
from Indianapolis at 7:00 a. m. and ar- 
rival at Chicago at 11:00 a. m., central 
standard time, with the return trip sched- 
uled to leave Chicago at 5:15 p. m. and 
to arrive at Indianapolis at 9:00 p. m. 

The history of the Monon begins with 
the incorporation of the New Albany 
and Salem on July 7, 1847. The present 
railroad is the result of consolidation of 
that original line with other early Indi- 
ana. railroads. 


Plan Elaborate Improvements 


Under its new president, who took 
office May first of this year, the road 
plans capital expenditures of $26,000,000 

(Continued on page 432) 
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Offering for Home Study — 






Management Course by Mail 


The nationally recognized College of Ad- 


vanced Traffic two year resident course in trans- 


portation and traffic management is now available 


to extension students by mail. Recognized under 
the “G.I. Bill,” veterans are given an excellent 
opportunity to advance in the field of transpor- 


tation and traffic through home study. 


The college of Advanced Traffic’s course deals 
in transportation fundamentals covering all 
phases of traffic, rail, motor, air, water, for- 
warder, export, import, claims, classification, 
rates, routes, demurrage, storage, switching, 
transit, reconsignment, I. C. Act, ete., ete. 
Students work with hundreds of actual tariffs, 
classifications, routing guides, etc., which are 
loaned to the individual for use in solving prac- 
tical problems and to illustrate the principles 


contained in the text material. 


The complete course is a practical laboratory 


study in transportation and traffic, not to be 


The College of Advanced Traffic's 


Transportation and Traffic 
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Approved under “G. 9. Bill” 


confused with an ordinary correspondence course. 
Qualified instructors: analyze and grade each as- 


signment. 


Send the coupon below for full details, indicating if 
you are a veteran. If you would like a copy of our 
new catalogue entitled, “College Training in Trans- 
portation and Traffic Management,” which discusses 
the importance of transportation in the scheme of 
business and careers in transportation and traffic 


management, indicate this, too, on the coupon. 


College of Advanced Traffic 

Educational Division of The Traffic Service Corp. 
14 E. Jackson Blvud.—Dept. TW 

Chicago 4, Illinois 


Please send me immediately complete details about your 
transportation and traffic management extension course for 
home study. 


CUI ama veteran. () Include....copies of your catalogue. 
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Friends and associates of Ed E. Owen, 
district traffic manager, General Electric 
Company, Chicago, will honor him at a 
dinner at the Traffic Club of Chicago, on 
August 15, the day on which he will re- 
tire after forty years of service with 
General Electric. Don J. Hegwein, gen- 
eral traffic manager, Hales & Hunter 
Company and subsidiaries, is chairman 
in charge of arrangements. 


Thomas F. McGurn has been ap- 
pointed general agent in charge of the 
newly-created freight traffic office in 
Milwaukee for the Southern Railway 
System. L. G. Sak has been appointed 
district passenger agent at Kansas City, 
Mo. A. L. Sewell succeeds Mr. Sak as 
traveling passenger agent, Cincinnati. 
Maxwell P. Lewis has been appointed 
commercial agent, Cincinnati. D. B. Mil- 
ler has been appointed city passenger 
agent, Atlanta. M. E. Gowin has been 
appointed commercial agent, at Raleigh, 
N. C., succeeding W. A. Jarrett, pro- 
moted. Thomas R. Monroe has been ap- 
pointed district freight agent, at Birm- 
ingham, succeeding A. D. Fleming, pro- 
moted. Wilbur A. Jarrett succeeds Mr. 
yaad as commercial agent, Charlotte, 


* * * 


W. I. Knox has been appoirited divi- 
sion passenger agent, at Columbus, 
Ohio, for the Chesapeake & Ohio Rail- 
way. Mr. Knox succeeds F. A. Powelson, 
who is retiring. J. C. Moore has been ap- 
pointed city passenger agent at Colum- 
bus. T. O. Bailes has been appointed city 
passenger agent at Cincinnati. Gibson 
Seward has been appointed traveling 
passenger agent at Norfolk, Va. Robert 
O. Clarke has been appointed passenger 
service agent at Newport News, Va. 

* * * 

Ralph W. Ater has been appointed 
special representative, at Amarillo, 
Tex., for the Atchison, Topeko & Santa 
Fe Railway, succeeding L. J. Cassell, 


Monon Centennial 
(Continued from page 430) 


on a three-year improvement program, 
and of $50,000,000 over a period of five 


years. 

Under the three-year plan, $17,000,000 
is allocated for new equipment and $9,- 
000,000 for road and structures. The 
road plans completely to dieselize its 
motive power and the bulk of the equip- 
ment money is going into that conver- 
sion. Eventually it will have 38 diesel 
locomotives comprising 52 units, which 
will be expected to do the work of more 
than twice that number of steam loco- 
motives recently in service. Engine 
houses, water treating plants and other 
steam locomotive facilities are to be 
abandoned and replaced with facilities 
for servicing diesel locomotives. 

It is planned to make roadway im- 
provements by extensive line relocations 
in the southern part of the system. 
Main-line curvatures will be reduced to 
a maximum of one degree, and main- 
line grades to a maximum of a half de- 
gree. Old bridges will be renewed and 
trestles strengthened. New rail and ties 


promoted... D. J. Sutherland has been ap- 
pointed assistant division freight agent, 
at Oakland, Calif., succeeding M. Kin- 
yon, promoted. Frank L. George suc- 
ceeds Mr. Sutherland as assistant indus- 
trial agent at San Francisco. 


James B. McDonough, Jr., has been 
appointed assistant general counsel, at 
Norfolk, Va., for the Seaboard Air Line 
Railroad. W. R. C. Cocke, general coun- 
sel, is withdrawing from that connection 
so that he may devote full-time duties 
to the firm of Williams, Cocke and Tun- 
stall, Norfolk. L. B. Plummer, assistant 
general counsel, will remain in that posi- 
tion and will specialize in legal matters 
pertaining to the corporate affairs of 
the road. Charles T. Abeles has been 
appointed commerce counsel. 


J. C. Peterson has been appointed as- 
sistant to the president, at Minneapolis, 
for the Minneapolis, St. Paul & Sault 
Ste. Marie Railroad. Mr. Peterson suc- 
ceeds R. E. Davies, executive assistant, 
retired. M. I. LaBelle has been appointed 
assistant comptroller at Minneapolis. 
J. D. Bond has been appointed assistant 
to comptroller, Minneapolis. A. T. Hau- 
gen has been appointed auditor of dis- 
bursement, Minneapolis. 

* ok * 


E. T. Bleecker has been appointed 
traveling freight agent, at Jamestown, 
N. D., for the Northern Pacific Railway. 
H. L. McCarthy has been appointed 
freight supervisor, freight claim depart- 
ment, at Jamestown. A. C. McKean suc- 
ceeds Mr. Bleecker as city freight agent 
at Fargo, N. 

* * * 

N. C. Calvert, general agent, at Dal- 
las, for the Chicago & Eastern Illinois 
Railroad, has retired after 26 years of 
service. H. H. Seegraves succeeds Mr. 
Calvert. G. H. Rudolph, general agent, 
at Atlanta, has retired after 22 years of 
service. J. C. Weltch succeeds Mr. 


will be laid and crushed stone, produced 
along the lines of fRé road, used for 
ballast. 


Improved Revenues 


According to a statement issued by 
President Barriger, the Monon’s gross 
revenues for the first quarter of 1947, 
totaled $3,555,000, or 47.9 per cent more 
than the first quarter of 1946. The man- 
agement hopes for a total gross revenue 
in 1946 of $16,000,000, compared with 
$11,458,000 in 1946, $13,490,000 in 1944, 
the peak war year, and an annual aver- 
age of $10,845,000 for the ten years up 
to and including 1946. 

On the basis of a $16,000,000 gross for 
this year, the statement continues, the 
management expects to attain an oper- 
ating ratio of 75 per cent. Next year it 
looks for a gross of $18,000,000 and an 
operating raito of 72% per cent, and for 
1949 it expects a gross of $20,000,000 
and an operating ratio of 70 per cent. 

Of the 3,000 freight cars owned by 
the Monon when the present manage- 
ment took over, Mr. Barriger says 1,300 
have been retired. Orders have been 
placed for 1,100 new freight cars. 
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Rudolph. W. C. Sullivan succeeds Mr. 
Weltch as general agent, New Orleans. 


A. D. Leonard has been appointed gen- 
eral agent, at Minneapolis, for the Dela- 
ware, Lackawanna & Western Railroad. 
Mr. Leonard succeeds L. L. Newell, de- 
ceased. 

* * * 

Joseph H. Wright has been appointed 
to the newly-created position of assist- 
ant general solicitor, at Chicago, for the 
Illinois Central Railroad. H. J. Deany, 
W. B. Gubbins and Anne G. Carter have 
been promoted to the rank of general 
attorney. 

* * of 

E. R. Felton has been appointed live 
stock developmnt agent, at Jacksonville, 
Fla., for the Atlantic Coast Line Rail- 
road. 

* * * 

E. C. Reddington has been appointed 
auditor overcharge claims, at Louisville, 
for the Louisville & Nashville Railroad. 
Mr. Reddington succeeds H. L. Miller, 
deceased. 

* * * 

E. S. Stronach has been appointed 
vice-president, at Chicago for the Den- 
nis Truck Line. Mr. Stronach was for- 
merly executive vice-president of the 
American Transportation Co., Inc. 


C. F. Rahn has been promoted to 
western division manager, at Chicago, 
for the Greyvan Lines, Inc. 

* co ok 


L. O. Cox, general traffic manager in 
charge of the Central Freight Assn. ter- 
ritory, at St. Louis, for the Lone Star 
Package Car Co., has been promoted to 
sales manager, with headquarters re- 
maining in St. Louis. John T. Hollearin 
will succeed Mr. Cox. 

* * * 

M. B. Moore has been appointed gen- 
eral manager, at Kansas City, Mo., for 
the National Carloading Corporation. 
G. J. Byerly, formerly manager at Pitts- 
burgh, Pa., succeeds Mr. Moore as man- 
ager at Philadelphia. 

ok * * 
’ Albert J. Earling has resigned as vice- 
president and director of Chicago & 
Southern Air Lines, Inc. to become 
president of Southwestern Supply Co. 
Mr. Earling’s responsibilities and duties 
will be assumed by T. M. Miller, general 
traffic manager. i 

* 

Charles S. Fisher has been appointed 
district traffic manager, at Pocatello, 
Idaho, for the Western Air Lines. Mr. 
Fisher succeeds Norman Kidd, who has 
assumed a similar position at Oakland, 
Calif. 

* * * 

Otto W. Bender has been appointed 
director of the traffic division of the 
War Assets Administration, Washington, 
D. C., succeeding G. C. Devol, who re- 
signed July 25. Lewis Marks succeeds 
Mr. Bender as deputy director of the 
traffic division. 

* * * 

The Oakland Foreign Trade & Har- 
bor Club held a meeting August 7 at 
the Athens Athletic Club. Joseph F. 
Marias, president, Associated Commer- 
cial Co., spoke on “Today in the Philip- 
pines.” 

ak * * 

Dr. Reginald V. Hobbah has been ap- 
pointed: chairman of the newly-estab- 
lished department of transport at the 
School of Business Administration of 
the Newark Colleges of Rutgers Uni- 
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versity. Dr. Hobbah was formerly re- 
search economist with the Air Transport 
Association and has had 16 years ex- 
perience in railroading and transporta- 
tion. He is the author of the book, “Rail- 
road Transit Privileges.” 

* cd * 


Walter S. Larsen, past president of 
the Tulsa Traffic Club, and general agent 
for the Chicago & Illinois Midland Rail- 
way, died at Tulsa, August 4, at the age 
of 65. Mr. Larsen was born in Boston, 
Mass. He later lived in Parsons, Kansas, 
where he was employed by the Missouri- 
Kansas-Texas Railroad. Masonic funeral 
services were held at the Stanley Funeral 


Home. 
* ca * 


T. J. Ryan, for many years traffic 
manager for the Western Auto Supply 











Company, Kansas City, Mo., has been 
promoted to the office of general traffic 
manager. Grant L. Moran, who was a 
lieutenant-colonel in the Army Trans- 
portation Corps in the recent war, has 
been appointed traffic manager to suc- 
ceed Mr. Ryan. 


* * * 


Frederick H. Eaton has been appointed 
assistant vice-president, American Car & 
Foundry Co., New York City. 


* * * 


The Women’s Traffic Club of Louis- 
ville will hold a dinner meeting August 
14 in the Seelbach Hotel. Dr. Noble Kel- 
ley, professor of psychology, University 
of Louisville, and C. A. Brown, traffic 
manager, Silver Fleet Motor Express, 
will be guest speakers. 
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Miss Ethel A. Appleton was elected 
president of the Women’s Traffic Club 
é of New York at 

the annual meet- 
ing held recently 
at the Park Cen- 
tral Hotel. Miss 
Appleton is sec- 
retary, assistant 
treasurer and di- 
rector of the 
Corporation. She 
has been with 
this company for 
seventeen years, 
handling all traf- 
fic matters. Miss 
Edna F. Mead, 

‘ secretary and 
traffic and credit 
manager of Duf- 
fy Mott Co., Inc., the club’s retiring 
president, was installed as chairman of 
the board of directors. Other new of- 
ficers elected are: First vice-president, 
Alpha Street, Norman Lumber Co., Inc.; 
second vice-president, E. Beckham Tay- 
lor, Martin Travel Bureau; recording 
secretary, Mildred Kostering, American 
Woolen Co., Inc.; corresponding secre- 
tary, Rose Jane Ober, Associated Trans- 
port, Inc.; treasurer, Nell Mahoney, 
Freeport Sulphus Co. Board members 
include: Georgia C. Workman, The 
Oliver Corporation; Doris Sawyer, As- 
sociated Transport, Inc.; Anne K. Miller, 
Moore-McCormack Lines, Inc.; and 
Elvira L. Cleeg, Wright & Cobb Lighter- 
age Co. 





Ethel Appleton 





The Birmingham Traffic & Transpor- 
tation Club has elected as its new presi- 
dent John Sanford, traffic manager, Chi- 
cago Bridge & Iron Co., to succeed the 
late Arthur J. Ribe. W. E. Chadick, gen- 
eral traffic manager, Moore-Handley 
Hardware Co., has been elected first 
vice-president. John Oliver, assistant to 
sales manager, Lone Star Cement Co., 
has been elected second vice-president. 






The Winston-Salem (N. C.) Traffio 
Club will hold its fall meeting Septem- 
ber 12-14 at the Graystone Inn, Roaring 
Gap, N. C. 


The Chicago Transportation Club will 
hold its championship golf outing Au- 
gust 19 at the Rolling Green Country 
Club. A father and son’s night meeting 
will be held September 4 in the Mor- 
rison Hotel. 


The Ky-QO-Va Traffic Club will hold 
its annual golf outing August 13 at the 
Elk’s Country Club, Portsmouth, Ohio. 


The Transportation Club of Santa 
Clara County will have a dinner meet- 
ing August 14 at the La Rinconada Golf 
Club, Los Gatos, Calif. 


The Portland (Ore.) Industrial Traf- 
fic Club held a picnic August 3 at the 
Mount, Hood Golf Course, Welches, Ore. 


The Los Angeles Transportation Club 
held a meeting August 4 in the Biltmore 
Hotel. Howard E. Hill, public relations 
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director, Hollywood Foreign Corre- 
spondents Association, spoke on “Amaz- * 
ing Explorations.” 





The Miami Valley Traffic Club will 
hold a golf outing August 14 at the Day- 
ton Country Club, Dayton, Ohio. 


The Berkshire County Traffic Associa- 
tion will hold a clambake August 13 at 
Taconic Park, Pittsfield, Mass. A golf 
tournament will be held September 10 
at the Stockbridge Golf Club, Stock- 
bridge, Mass. 





The bowling league of the Cincinnati 
Traffic Club will inaugurate its 1947-48 
season September 19 at the See-More 
Alleys. 


- will hold its first 


Whitcomb. 








The Atlanta Traffic Club will hold a 
meeting August 11. 





The Traffic Club Of Washington and 
the Washington Passenger Association 
will operate their annual “Moonlight 
Cruise” down the Potomac River Au- 
gust 14, the SS Mount Vernon having 


_ 


MEMORIAL TO A. J. RIBE 

Members of the Southern Traffic League, other shippers, 
and railroad representatives, present at Atlanta, Ga., recently, 
in connection with hearings before the standing rate committee 
of the Southern Freight Association, joined in preparing and 
adopting a memorial to the late Arthur J. Ribe, well known 
southern industrial traffic manager, and for many years active 
in the affairs of the Southern and National Industrial Traffic 
Leagues. At the time of his death, July 15, he was president 
of the Birmingham Traffic and Transportation Club. 


been chartered for the occasion. Sailing 
time is 8:30 p. m., from 7th Street wharf. 





The Jamestown Transportation Club 
will hold its annual outing August 21 at 
the Greek Club Grounds, Celoron, N. Y. 
A smorgasbord supper will be served. 


The Pacific Traffic Association will 
hold a steamship night meeting August 
12 at the Palace Hotel, San Francisco. 


The Fox Valley Traffic Club will hold 
its annual outing August 21 at St. An- 
drew’s Golf Club, St. Charles, Ill. 





The San Francisco Junior Traffic Club 


dinner dance September 20 in the Hotel 


The Traffic Club of Minneapolis will 
have a golf party August 11 at the Mid- 
land Hills Golf Club. On August 18 a 
farewell luncheon will be held in honor 
of Edwin A. Olson, assistant general 
freight agent, Soo Line Railroad, who is 
leaving for Chicago to assume duties as 
assistant freight traffic manager. 
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The Triple Cities Traffic Club held its 
outing and clambake August 7 at Kane’s 
Mountain Top, Binghamton, N. Y. 





The Nashville Traffic & Transporta- 
tion Club will hold its annual picnic 
August 21 at Horn Springs, Tenn. 





The South Bend Transportation Club 
will open its bowling season September 
9 at Waters Recreation. 








Traffic club members are invited to 
attend the mid-week luncheons held 
every Wednesday in the new club rooms 
of the Trafficmen’s Association of Amer- 
ica in Chicago. 
annual fall festival 





The item in this column last week 
announcing the annual fall golf outing 
of the Transportation Club of Terre 
Haute, at Elks Fort Harrison Country 
Club, neglected to note that the date of 
the outing will be September 18. 





The Stockton, Cal., Traffic Club will 
hold a meeting at the Clark Hotel Sep- 
tember 26. The affair has been desig- 
nated steamship night. 


The memorial, which was suitably printed and sent to 
members of Mr. Ribe’s family, said that he had “devoted a 
life of singular activity and discernment to the solution and 
progressive development of the traffic problems of the south” 
and that he had been “an active and positive factor in a work 
attended with difficulties and perplexities known only to those 
who have been in close contact with the problems to be 
solved.” The memorial, it noted, was intended to be a testi- 
monial to the respect and esteem in which Mr. Ribe was held 
by his associates “and the distinct and irreparable sense of 
loss” they felt in his passing. 
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NZ 


C Minecta 


~#\«. Minutes aren’t sold in bunches like ba- 
y/ ¢\c4* nanas. An intangible commodity like “time”’ 
fi \"\ “isn’t offered over the counter. Yet alert ship- 
pers know that minutes saved are dollars in the 
bank. Time is money! 


And Mister, that money is as good as in your 
pocket right now when you ship via the Soo Line! 


e aN 


Your shipments on the Soo reach their destinations 
quickly and safely. Fast, efficient service has long 
been our stock-in-trade. 


Next time, to save time, specify Soo Line. You can 
be doubly sure of getting fast, dependable freight 
service. 


Your Wiking Kertner7 Days a Week 
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Treasury Dept. Study Contains 
Suggestions on Gasoline Taxes 


Since the states would welcome federal withdrawal from 
the field of motor fuel taxation and appeared desirous of being 
deft exclusive use of this area, it might be well to “explore the 

ssibility of federal withdrawal from motor fuel taxation in 
change for state withdrawal from another area,” the Treas- 

f Department’s division of tax research said in a study pre- 
pared by it, entitled “Federal-State Tax Coordination,” in which 
if? pointed out fields in which federal and state taxes overlapped 

eavily and analyzed proposals for better coordination. 

The department said the study was one of a series prepared 
by the tax research division in connection with postwar tax 
revision. It said the study was “not intended to make policy 
recommendations.” 

According to the study, gasoline taxes were levied by the 
federal government, by all state governments, and by certain 
local governments in seven states, with the combined rate reach- 
ing 10% cents a gallon in some localities of Alabama and 
Mississippi. 

“This tax,” -it added, “is one of the most important sources 
of state revenue. The federal tax originated as an emergency 
measure in 1932.” 

The study suggested that, as one of the conditions of federal 
withdrawal from motor fuel taxation, the states might be 
required to agree to “a line of policy calculated to minimize 
state-imposed tax impediments to interstate aviation,’ with a 
view to retention of federal taxation of aviation gasoline. 


Range of Combined Taxes 


After observing that the gasoline tax was first introduced 
by the states, beginning with the Oregon law of 1919, the study 
noted that combined federal and local taxes ranged from 4% 
cents a gallon in four of the states (Illinois, Massachusetts, 
Michigan and New Jersey) and the District of Columbia, to 
10% cents in some localities in Alabama and Mississippi. 

Collections of state gasoline taxes in 1946, the tax research 
division said, amounted to $900 million or more than the total 
yield of the state individual and corporate income taxes, and 
accounted for 18 per cent of the total state tax revenues, while 
federal gasoline tax collections in 1946 were $406 million, or 
less than 1 per cent of the total internal revenue collections. 
Continuing, it said: 


The state gasoline tax has been developed largely as a benefit tax 
on highway users and has usually been earmarked for highway pur- 
poses. Most non-highway consumption of gasoline has been exempted 
from taxation or taxes thereon refunded. In many states gasoline taxes 
have been earmarked for servicing of highway debt. In 1940, 38 states 
used part of their gasoline taxes for servicing indebtedness. One-fourth 
of the states used over 20 per cent of their motor fuel taxes for this 
purpose, 

The federal tax was introduced along with a number of other 
excises as an emergency measure, limited to one year, during the de- 
pression (in 1932), but has been repeatedly renewed. The original rate 
of 1 cent per gallon was increased to 1% cents from June 18, 1933, to 
January 1, 1934. At the end of that period it reverted to 1 cent and 
remained at that level until it was again raised to 1% cents in the 
revenue act of 1940. 


Federal Tax Repeal Proposals 


In discussion of “frequent proposals” for repeal of the 
federal gasoline tax, the tax research division recalled that the 
Senate finance committee had recommended its elimination in 
1933 and 1935 on the ground that it was an unwarranted inva- 
sion of a field of taxation formerly reserved to the states; that 
the Interstate Commission on Conflicting Taxation in 1933 and 
the Council of State Governments in 1937 had urged the federal 
government to relinquish this source of revenue “to the states, 
and that, more recently, the Intergovernmental Fiscal Relations 
Committee had suggested that separation of sources in the 
motor fuel tax field might take the form of exclusive federal 
taxation of fuel used in aviation and exclusive state taxation 
of other motor fuel—on the presupposition that aviation gaso- 
line would remain a product separate from motor vehicle 
gasoline. - 

“Two-third of the states now exempt aviation fuel from 
state taxation and the remaining states either have special 
aviation tax provisions or do not receive much revenue from 
this source,” the study observed. 

It referred to a Civil Aeronautics Board proposal, in its 
report on multiple taxation of air commerce, that the states 
refrain from taxing aviation fuel used in interstate commerce 
and that the Treasury Department try to work out some equit- 
able relationship between the states and the federal govern- 
ment with respect to taxing motor fuel and aviation gasoline. 
It noted that a bill (H. R. 1241) now pending in Congress 
proposed to implement that suggestion. Further discussion of 
the gasoline tax situation by the tax research division included 
the following: 
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The consequences of dual taxation are perhaps less serious in the 
field of gasoline taxation than in almost any other in the realm of 
federal-state duplication: . . . The widespread use of this source by all 
of the states and interstate cooperation in administration have mini- 
mized state administrative problems associated with the movement of 
gasoline across state boundaries, . . . If timed to coincide with the 
overall revision of the federal excise tax structure, such arrangement 
(federal withdrawal from motor fuel taxation in exchange for state 
withdrawal from another area) might make a significant contribution 
to postwar revenue revision. ... 


Tabulation of States Taxes 


On one of a number of tables appended to the study were 
— the gasoline tax rates, as of July 1, 1947, by states, as 
follows: 


Two cents a gallon—Missouri; 3 cents a gallon—District of Colum- 
bia, Illinois, Massachusetts (including temporary 1-cent rate expiring 
June 30, 1952), and New Jersey; 4 cents a gallon—Connecticut, Dela- 
ware, Indiana, Iowa, Kansas, Maryland, Minnesota, Nevada (plus 1% 
cents from July 1, 1947, to June 30, 1949, in counties approving such 
additional levy), New Hampshire, New York, North Dakota, Ohio, 
Pennsylvania (including temporary i1-cent rate expiring May 31, 1949), 
Rhode Island, South Dakota, Texas, Utah, Wisconsin, and Wyoming; 
4% cents a gallon—California and Vermont; 5 cents a gallon—Arizona, 
Kentucky, Montana, Nebraska, New Mexico, Oregon, Washington, and 
West Virginia (including 1-cent temporary W. Va. levy expiring July 
1, 1949); 5% cents a gallon—Oklahoma; 6 cents a gallon—Alabama, 
Colorado (including 2-cent temporary rate expiring July 1, 1953), 
Georgia, Idaho (including i1-cent temporary rate expiring March 1, 
1949), Maine, Mississippi, North Carolina, South Carolina, and Vir- 
ginia; 6% cents a gallon—Arkansas; 7 cents a gallon—Florida (includ- 
ing l1-cent temporary rate expiring July 1, 1949), Louisiana and 
Tennessee. 


Municipal and County Taxes 


Another tabulation attached to the study showed the fre- 
quency of local gasoline tax rates in municipalities and counties 
of seven states in which such local taxes were imposed. This 
table showed that out of 169 Alabama municipalities levying 
gasoline taxes, 146 imposed a tax of 1 cent a gallon, four levied 
a one-half cent tax, 17 a 2-cent tax, and two a 1%-cent tax, 
while seven counties had a tax of one cent and one had a tax 
of three cents. In Florida, it was shown, three municipalities 
imposed a 1-cent tax. In Mississippi, two counties imposed a 
2-cent tax and one imposed a 3-cent tax. In Missouri, two 
municipalities had a tax of less than one-half cent, 27 had a 
one-half cent tax, and 26 had a one-cent tax. In Nevada, one 
municipality imposed a 1-cent tax. In New Mexico, eight 
municipalities had a one-half cent tax and 23 had a 1-cent tax. 
In Wyoming, two municipalities had a one-half cent tax and 
two had a 1-cent tax. 


STATE COMMISSION PERSONNEL CHANGES 


According to information received by Frederick G. Hamley, 
general solicitor, National Association of Railroad and Utilities 
Commissioners, the governor of Michigan has made the follow- 
ing appointments to the new 3-member Michigan Public Service 
Commission: Stuart B. White, chairman, 6-year term; Henry 
L. Woolfender, 2-year term, and Schuyler L. Marshall, re- 
appointed from the former 5-member commission, 4-year term. 

Commissioner Vernon W. Marr has succeeded Carroll Meins 
on the Massachusetts commission. Mr. Meins resigned from the 


commission early in July to become chairman of the board ~ 
of directors of the Metropolitan Transit Authority. Commis- ~ 


sioner Gadsby is the new chairman of the commission. 


In Puerto Rico three new commissioners: have been ap- | 
pointed to the Public Service Commission. They are: George ~ 


V. Toledo, chairman; Miguel Parga and Roman Diaz Collazo. 


PENNSYLVANIA X-RAY LABORATORY 
Opoening a new X-ray laboratory, embodying modern tech- 
niques for examining steel, aluminum, brass and other metals 
used in rails, locomotives, cars and other equipment to assure 


safety of railroad operation, has been announced by the Penn- © 


sylvania Railroad. Railroad officials said that rapid wartime 
technical progress in the field of radiographic (X-ray) testing 
the new plant, at Altoona, Pa., as an addition to the Pennsyl- 


vania in developing the new laboratory and its techniques. In — 


the new plant, at Altoona, Pa., as an addition to the Pennsyl- 
vania Railroad test department, photographs are taken through 
metals to provide assurance against such internal defects as 
concealed cracks, imperfectly welded joints, cavities due to 
shrinkage of metal during cooling, and the like, Pennsylvania 
officials said. 


HANDLING OF AQUA AMMONIA 
The Manufacturing Chemists’ Association, 603 Woodward 
building, Washington, D. C., has announced that its chemical 
safety data sheet SD-13 on aqua ammonia may be obtained 
at 20 cents a copy. The sheet, one of a series on handling of 
chemical products, contains information as to shipping con- 
tainers and other matter bearing on the handling of the product. 
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Tariff Interpretation—Application of 
Minimum Rates 


Indiana.—Question: Please refer to 
Central and Southern Motor Freight 
Tariff Association, Inc., Motor Freight 
Tariff 1-C, MF ICC No. 73. 

Section 3 of this tariff provides com- 
modity rates, which according to page 
445 “will apply regardless of rates 
named between the same point, over the 
same routes, published in Section 12.” 

A recent movement from Talladega, 
Alabama to Three Rivers, Michigan 
moved via four carriers parties to this 
tariff. Two of the carriers in the move- 
ment publish restrictions to the applica- 
tion of joint rates in Section 8. (Items 
15260 and 15320). These restrictions 
state, in effect, that through rates named 
in the tariff will not apply when via 
more than three lines, and combination 


Mayflower wants to know 
what customers think 

of Mayflower service. After 
every move a ‘customer 
report card”’ is sent to the 
shipper inviting comments, 


criticisms, suggestions. 


of rates will apply on four line move- 
ments. 

Do Section 8 restrictions limit the ap- 
plication of Section 3? One carrier con- 
tends that Section 8 has on application 
to Section 3 rates. Another carrier in- 
sists that the restriction which closes 
the through route at through rates does 
not eliminate the application of Section 
3 in determining the rates to be used in 
combination. 

Another interpretation received, in- 
volving the Commission rule for tariff 
interpretation, states that, for example, 
Section 3 names a rate equivalent to 
90% of first class, while the Section 12 
rate is 70% of first class. A Section 8 
restriction to class 60 as a bottom would 
apply, since this is not the Section 12 
rate, but the Section 3 rate as modified 
by Section 8. 


AERO MAYFLOWER TRANSIT COMPANY 
INDIANAPOLIS, INDIANA 
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None of the restrictions in Section 8 
specifically limit the application of such 
restriction to class rates. Item 15260 for 
example, states that “when tariff pro- 
vides rates lower than the minimum rate 
base shown in paragraph (a), (b), and 
(c) of this item, shipments will be ac- 
cepted and transported at the minimum 
class rates provided in paragraphs (a), 
(b) and (c) of this item.” 

This would appear to govern all rates, 
not merely class rates. Two carriers 
evidently did not agree with this inter- 
pretation as they published specific re- 
strictions on page 445, Section 3. 

Will you please advise if the through 
commodity rates in Section 3 are appli- 
cable regardless of Section 8 restric- 
tions ? 

Answer: Section 3 of Central and 
Southern Motor Freight Tariff Associa- 
tion, Inc., Agent., MF ICC No. 73, North- 
South Class and Commodity Tariff No. 
1-C, reads in part as follows: 

“The rates in this section apply from 
points in the States of Alabama, * * * *, 
to points in the States of * * * *, Michi- 
gan, * * * *, Rates resulting from the 
application of the rate bases numbers 
provided in this section, apply to and 
from the basing points and points taking 
same rates only to the extent where 
such points are shown in the alphabeti- 
cal lists of stations shown on pages 44 
through 171 and 217 through 263. (See 
Notes 1, 2 and 3.) 


Note 1—The seventh class (Class 35) rates 
as provided in Section 12 will be observed 
as minima in connection with the applica- 
tion of rates in this section, but when for 
account of Transamerican Freight Lines, Inc. 
(a Delaware Corp.), the provisions of Item 
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ceives each day. 
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ADDRESS... 


ORDER NO.. 


The “proof of the pud- 
ding is the eating’, and 
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Long-Distance Moving 
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spot representation at most points 
in the United States and Canada. 
Your local Mayfiower agent is listed 
in the classified section of your 
telephone directory. 
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No. 15780 will apply and when for account 
of Silver Fleet Motor Express, Inc., the pro- 
visions of Note 2 will apply. 

Note 2—On traffic moving under rates pub- 
lished in this section via Silver Fleet Motor 
Express, Inc., direct, Column 50 rates as 
published in this section will be observed as 
minimum. On traffic moving under rates 
published in this section via Silver Fleet 
Motor Express, Inc., in connection with one 
connecting carrier, Column 70 rates as. pub- 
lished in this section will be observed as 
minimum, On traffic moving under rates 
published in this section via Silver Fleet 
Motor Express, Inc., in connection with two 
or more connecting carriers, Column 85 rates 
as published in this section will be observed 
as minimum. Where rates are provided in 
this section lower than the minimum rates 
provided in this note, shipments will be ac- 
cepted and transported at the minimum rates 
prescribed in this note, 

Note 3—Rates published in this section are 
to be used only as base rates, subject to the 
provisions of Item No. 14385-B. 
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Except as provided in Note 1 above, when 
rates are published in this section on the 
commodity transported from point of origin 
to destination, rates named in this section 
will apply regardless of rates between the 
same points, over the same routes, published 
in Section 12. 


The Title Sheet of Section 8 of this 
tariff reads as follows: 


Application of Minimum Rates: Where two 
or more carriers with different minimum 
rate. provisions, or where one -or more 
carriers having no minimum rate provisions 
in conjunction with one or more carriers 
with minimum rate provisions participate in 
a joint haul of traffic moving under rates 
named in tariff, as amended, the rate re- 
sulting from the highest minimum rate appli- 
cable to any portion of the through move- 
ment will apply on the entire haul. Traffic 
rated lower than minimum rate provisions 
named in tariff, as amended, will be accepted 
at the minimum rates so observed. 
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It appears to us that Section 3 pub- 
lishes rates from Talladega, Ala. to 
Three Rivers, Michigan (Three Rivers 
taking Vicksburg, Mich. rates). Note 1 
of Section 3, page 445 states that the 
seventh class (class 35) rates as pro- 
vided in Section 12 will be observed as 
a minima in connection with the rates 
published in Section 3, except for ac- 
count of Transamerican Freight Lines 
and Silver Fleet Motor Express, Inc., for 
which lines special minimum rate pro- 
visions are provided in Item 15780 (Sec- 
tion 8) and in Note 2 of this section re- 
spectively. 

The last paragraph of the application 
of Section 3, states that, except as pro- 
vided in Note 1, (minimum Provisions) 
rates published herein (Section 3) will 
apply regardless of rates between the 
same points, over the same routes, pub- 
lished in Section 12. This means that if 
the rate involved is published in Section 
3, Section 12 has on application. That is, 
Section 12 has no application other than 
the application of seventh class (Class 
35) thereof as minima. 


It is our opinion that Note 1 of Sec- 
tion 3 published the minimum rate pro- 
visions applicable to the rates in this 
section and that it removes the applica- 
tion of the minimum rates application 
published in Section 8, except for the 
account of the Transamerican Freight 
Lines, as provided for in Item 15780 and 
as referred to specifically in the mini- 
mum rate provision of Section 3. It 
would seem that if there are any car- 
riers parties to the tariff that are not 
willing to handle the traffic from and to 
the points named in Section 3 subject 
to the seventh class (Class 35) minimum 
of Section 12 they should be excepted 
from the application in a manner similar 
to that shown for account of Trans- 
american Freight Lines and Silver Fleet 
Motor Express. 


Tariff Interpretation 


Massachusetts.— Question: We have 
been having considerable difficulty in 
the interpretation of Circle Reference 5 
through 21, pages 49 and 50 of Eastern 
Central Motor Carriers Association 12B, 
MF ICC A27. Take for instance, Circle 
Reference 15, which reads—Not appli- 
cable to Chicago, Ill. (See Item 1190) on 
articles moving under the provisions of 
Item 1540 of Eastern Central Motor Car- 
riers Freight Tariff No. 14D, MF ICC 
A12, and/or shipments moving on rat- 
ings based on minimum weights of 
10,000 Ibs., or higher. Apply Rate Basis 
No. 1167, (Not subject to Item 1120). 

We contend that the Rate Basis 167 
applies from 0 to 9,999 lbs., and that 
Rate Basis 1167 applies from 10,000 lbs. 
up to and including truckload minimum 
of 18,000 lbs. The trucking company in- 
sists that Rate Basis 167 applies from 
0 to 17,999 Ibs. and from 18,000, which is 
gt —_— minimum, the Rate Basis 
is . 


Answer: Page 4 of Eastern Central 
Motor Carrier Association, Agent, MF 
ICC No. A27, Class Tariff 12-B, provides 
Rate Group No. 290 from Adams, Con- 
necticut. Page 18 provides Rate Group 
No. 48 to Chicago, Illinois. Page 87 (Sec- 
tion 5) provides Rate Basis No. (15) 167 
as applying from Rate Group 290 to 
Rate Group 48. The application of refer- 
ence (15) is as quoted above in the ques- 
tion. 

Item 1190, referred to in the explana- 
tion of reference (15), provides a list of 
Illinois and Indiana points taking Chi- 
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cago, Ill. rates. Item 1120, which is also 

referred to, provided for the application 

of Class Rates from and to intermediate 
ints. 

Reference mark (15) makes inappli- 
cable Rate Basis No. 167 to Chicago, I11., 
and points listed in Item 1190, on arti- 
cles moving under the provisions of Item 
1540. Item 1540 of Eastern-Central Mo- 
tor Carrier Association Exceptions Tariff 
No. 14-E, MF ICC A-31 (minimum 
weight breakdown) and/or shipments 
moving on ratings based on minimum 
weights of 10,000 pounds or higher. 

Item 1540 referred to is an exception 
to Rule 13, Section 3 of Agent Jackson’s 
National Motor Freight Classification, 
dealing with minimum weights. It pro- 
vides that whenever a volume rating 
named in the National Motor Freight 
Classification is applicable on a ship- 
ment, the following minimum weights 
shall apply in all instances where the 
volume minimum weight is based on the 
same commodity in National Motor 
Freight Classification is higher the ap- 
plicable notes are as follows: 

When the volume rating in National 
Motor Freight Classification is Class 1 or 
higher, the minimum weight shall be 10,000 
pounds. 

When the volume rating in National Motor 
Freight Classification is Class 2 or higher, but 
less than Class 1, the minimum weight shall 
be 12,000 pounds, etc. 

Note—In no instance shall the minimum 
weight on any shipment on which a volume 
rating named in the National Motor Freight 


Classification is applied be less than 10,000 
pounds. 


In other words, Item 1540 of excep- 
tion Tariff 14-E only has application in 
the absence of an exception rating on 
the article shipped and then onlv when 
the volume weight in the National Motor 
Freight Classification is higher than 
that provided in the scale published in 
Item 1540. , 

Our interpretation is that Rate Basis 
167 is not applicable to Chicago on arti- 
cles moving under Item 1540. nor on 
shipments moving on ratings based on 
minimum weight of 10,000 pounds or 
higher. It is our opinion that Rate Basis 
167 is applicable to Chicago in connec- 
tion with shipments moving on ratings 
with minimums under 10,000 pounds, 
and on shipments that do not move un- 
der the provisions of Item 1540. 

It is also our opinion that Rate Basis 
167 would be applicable to Chicago on 
articles moving on LTL or AQ ratings, 
such ratings not being subject to a mini- 
mum and therefore not restricted by 
reference mark (15). 

On articles moving under the provi- 
sions of Item 1540 of the Exceptions 
Tariff and/or shipments moving on rat- 
ings based on minimum weights of 
10,000 pounds or higher, rate basis 1167 
ls applicable. 

_ It will be observed that the last order 
Issued in Docket MC C-360 Minimum 
Class Rate Restrictions—Central and 
Eastern States, states that the orders of 
March 15 and September 27, 1945, as 
subsequently modified to become effec- 
tive July 1, 1947, are further modified so 
a bs become effective on January 1, 


Motor Carriers—Receipt and Delivery 
of Freight 


llinois.—Question: The tariffs of mo- 
‘or carriers generally provide that the 
Rates . . . include one pick-up from 
shipping department directly accessible 
to trucks, at consignor’s factory ... and 
One delivery at consignee‘s receiving de- 








SWITCHING SERVICE 


BETWEEN 


Chicago & Illinois 


Midland Ry. 


Chicago & Northwestern 


Ry. 


Gulf, Mobile & Ohio RR. 
Iinois Central Ry. 


New York, Chicago 
& St. Louis RR. 


New York Central System 
Pennsylvania Railroad 


Peoria and Pekin 


Union Ry. 


Atchison, Topeka 
& Santa Fe Ry. 


Chicago, Burlington 
& Quincy RR. 


Chicago, Rock Island 
and Pacific Ry. 


Illinois Terminal Railroad 
Inland Waterways Corp. 


Minneapolis & St. Louis 


Ry. 


Peoria Terminal RR. 


Toledo, Peoria & 


Western RR. 





The Direct Route 
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PEORIA AND PEKIN UNION RAILWAY COMPANY 
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Between East and West, North and 
South, the direct route for freight mov- 
ing between the major markets of the 
nation leads to Peoria and the Peoria 
Gateway. The P. & P..U. Ry. is ever 
ready to receive your cars and dispatch 
them immediately on connecting lines 


direct to your freight destination. 


Fourteen trunk line railroads, serving 
thirty-eight states, converge on Peoria 
to provide fast, through service. ‘The 
natural advantages of a central location 
free from congested areas, plus efficient 
operation of terminal facilities offer 
the maximum time savings on freight 


moving over more than one road-haul 


carrier. 


Write or call any of the connecting 
trunk lines for complete details; or E. 
F. Stock, General Traffic Manager, Peo- 
ria and Pekin Union Railway Company, 
will be happy to report to you any as- 
pect of P. & P. U. Ry’s. services. 


UNION STATION, ROOM 36 — PEORIA 2, ILLINOIS 
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partment directly accessible to trucks at 
consignee’s warehouse. . . .” It is the 
apparent generally accepted view that 
the shipper-consignee responsibility ends 
or begins at the tail-gate—that it is the 
duty of the driver to accept the freight 
at the tail-gate and to stack it at the 
tail-gate for and when unloading. 

In actual practice and especially on 
truckloads the driver usually sits or 
stands around lending no assistance but 
leaving to the shipper-receiver the job 
of entering the truck and doing the en- 
tire job of loading and unloading. In 
our opinion, under such a practice the 
tariff rules of the carrier have not been 
carried out, that is, the carrier has not 
fulfilled its tariff obligation and a claim 
for extra labor reimbursement beyond 
the carrier’s tail-gate should be in order. 
Are we correct in this premise and can 
you cite or quote any decision in point 
or should the shipper-receiver insist that 
the carrier (driver) perform said labor 
as called for by the tariffs? 

In the case of stopped or dropped 
trailers for carrier convenience where 
the driver is or expects to be absent with 
the tractor during loading or unloading, 
what policy or practice should be 
adopted by the shipper-receiver from 
the standpoint of the tariffs? 

Answer: Central States Motor Freight 
Bureau, Inc. Agent MF ICC No. 167 
Tariff No. 247-F, publishes the follow- 
ing in Item 1500: 

(a) Except as provided below in other 
items, the rates named in this tariff include 


one pickup at point of origin and one deliv- 
ery at point of destination. 











When convenience counts... 


and comfort is important you'll appreciate 
the central location, the friendly 

hospitality of Hotel Cleveland. In the 

if very heart of Cleveland, adjoining 
Union Passenger Terminal, garage, and 









Terminal office buildings. 
ae Convenient to stores, theatres, boat 


docks, Public Hall, Stadium. 


HOTEL CLEVELAND 


Cleveland, Ohio 


(b) The term ‘‘pick-up’’ as used in this 
tariff means the service performed by the 
carrier or carrier’s agent in taking posses- 
sion of and transporting freight from a plat- 
form, doorway, or shipping room at a ware- 
house, factory. ... The freight there tendered 
for transportation must be so situated as to 
be directly accessible to the truck and im- 
mediately adjacent thereto. The placing of 
freight in such accessible position must be 
arranged by consignor without assistance 
from carrier or carrier’s agent. 

(c) The term ‘‘delivery’’ as used in this 
tariff means the service performed by the 
carrier or carrier’s agent in transporting 
freight to, and surrendering possession there- 
of at, a platform, doorway, or receiving 
room of a warehouse, factory. . . Freight 
unloaded from trucks shall be deposited upon 
the platform, floor, ground or pavement at 
a point directly accessible to such trucks and 
closely contigous thereto and there left by 
carrier or carrier’s agent. 

(d) Pick-up and delivery service defined in 
paragraphs (b) and (c) does not include the 
performance of inside collection or delivery, 
removal from or delivery’to basements or 
floors not directly accessible to highway 
vehicle of carrier or its agent, nor does it 
include sorting, packing, unpacking, erecting, 


dismantling, inspection of property, and other 
similar services. 


It is clear from the provision quoted 
that, unless otherwise provided, the 
rates published in this tariff cover the 
movement by the carrier from the plat- 
form, doorway or shipping room and 
delivery by the carrier to a platform, 
doorway or receiving room. 

It is our opinion that the terms of the 
tariff publishing the applicable rate 
should be observed and the consignor or 
consignee may demand their observance. 


fis 


LOUIS-SAN FRANCISCO 





Your Shipments via 


BRANIFF 


Phone your Braniff office or write Air Cargo Department, 
Braniff International Airways, Love Field, Dallas 9, Texas 
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Unless the consignor or consignee 
does make such a demand, he would 
have no grounds upon which to base a 
claim for payment for labor furnished 
in the loading or unloading of the trucks, 
See, in this connection, Crosby Myer vs. 
Goodrich Transit Co., 17 I. C. C. 175. 
See, also, Guyton & Harrington Mule 
Co. vs. Louisville & N. R. R. Co., 50 
I. C. C. 546; Sterling & Son vs. Michi- 
gan Central R. R. Co., 21 I. C. C. 451; 
International Salt Co. of New York vs, 
Seaboard Air Line Ry., 46 I. C. C. 478; 
Bedna Young Lumber Co vs. Illinois 
Central R. R. Co., 38 I. C. C. 357; Edison 
Portland Cement Co. vs. Delaware, 
Lackawanna & Western R. R. Co., 22 
ES. Cc. Sez; 


Damages—Cost of Packages in Which 
Goods are Shipped 


lowa.—Question: We recently handled 
a truckload of stokers.from the factory 
to a distributor. Upon delivery the crat- 
ing on several of the stokers was broken, 
but the stokers themselves suffered no 
damage. Since the distributor re-ships 
the stokers to dealers, they found it 
necessary to order new crates and re- 
crate the stokers before shipment. 

A claim was subsequently filed for 
cost of the new crates, plus transporta- 
tion from the factory and labor for crat- 
ing. Payment of the claim was declined 
due to the fact that there was no dam- 
age to the merchandise itself, and since 
the purpose of the crating is to protect 
the merchandise while in transit. The 
consignee has taken exception to this 
and feels he should be fully reimbursed 


so se sancpeonemeaarannns a = 


It’s a 
FRISCO FASTER 
FREIGHT FACT... 


The “23 Report”...made up ff 
daily for every Frisco train as | 
it leaves a terminal... tells § 
product carried, destination, 
consignee, other vital data. § 


Relayed by teletype to Frisco 
representatives in consignees’ 
cities — the ‘‘23 Report” is a 
means of “finger-tip follow- 
through”’ on every carload 
shipment from starting point 
to destination. Route it Frisco 
SZ ---and you always know. 
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for his cost of re-crating this merchan- 
dise for reshipment. We would appre- 
ciate your advising your opinion as to 
the extent of carrier’s liability in a case 
of this type. 


Answer: When goods intrusted to a 
carrier for shipment are injured through 
causes for which the carrier is respon- 
sible, the owner of the goods is entitled 
to recover the difference between the 
value of the goods at the time and place 
of delivery in an unjured condition and 
their value in the depreciated condition 
in which they were delivered, less the 
freight charges to the point of destina- 
tion if they have not already been paid. 

The value at destination to be used 
as a basis for arriving at the amount of 
damage is the market value, provided 
there is a market for the goods in ques- 
tion. 

The measure of damages for loss or 
damage to an article having no market 


value is the value of the article to the 
shipper. 

So far as the containers are concerned, 
the carrier would not be liable for ordi- 
nary wear and tear. 

However, the carrier would be liable 
for injury to the containers beyond that 
caused by ordinary wear and tear in the 
course of transportation, if the injury 
thereto results in a depreciation in the 
value of the container. 


If, however, the sale price or the mar- 
ket value, if one exists, whichever is 
used in arriving at the amount of the 
carrier’s liability, does not include the 
value of the containers for reshipping 
purposes, such value is that which would 
fall under the head of special damages, 
the recovery of which is dependent upon 
notice being given to the carrier at the 
time goods were delivered to the carrier 
that such damages would follow from 
the negligent transportation thereof. 





NOTE—lItems in the docket marked with an astérisk (") have been added since the last issue of 
THE TRAFFIC WORLD. New assignments now on the Commission's docket of dates later than 
herein shown will not bear asterisks when they do appear. Current cancellations and postpone- 
ments announced too late to show the change in this docket will be noted elsewhere. 


August 12—Little le ay Ark.—State Com- 


mission—Jt. 
MC 75406, Sub. 6—Superior Forwarding Co., 
Inc .. St. Louis, Mo. 


— 12—Toledo, o.—P. O. Bldg.—Jt. Bd. 





* MC 108442, Sub. 
tion Co., 


Toledo, O., 
plication. 


August 14—L0s Angeles, Calif.—Fed. Bldg.— 


Examiner Linn: 


MC 1081798, Sub. i—Rommel’s 





PLAN WITH ASSURANCE 


Plan your marketing around the Intercoastal 
service of Pope & Talbot Lines for assurance 
of dependable water-borne transportation 
where fast, safe delivery is important. 


Bl Seruing the WEST 
and SOUTHWEST 
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Transport, Pomona, Calif., common carrier 
application. 
August 18—Washington, D. C.— Examiner 


Hurley: 
* MC Fg eae 48—H. G. Mathews, Roches- 
imme ang = i 


ind.—Fed. Bldg.— 
Examiner Miller. 

* MC-F 2596— Ralph Marcuccilli, control; 
Marion Trucking Co., Inc., purchase, Har- 
wood Trucking, Inc.; and Jaqua Transit 
Lines, Inc. 

Auoust ew Okla.—Mayo Hotel—Jt. 

MC 68994, Sub. 2—G. Redeker, Hominy, 
Okla., common carrier application. 


August 19—Washington, D, C.— Examiner 
Wilkinson: 

Finance 10028—The Chicago, Rock Island 
& Pacific Railway Company Reorganiza- 
tion. Assignment of hearing on reorgani- 
zation soanenittee’ s petition for allowance 
of expenses. 


oa AM 19—Washington, D. C.—Examiner 

rinanee’ 15761—Application of Joseph B. 
Fleming one. Aaron Colnon, trustees of 
estate of C. I. & Pac. R. R. Co., for 
authority oF AS section 5(2) of the Inter- 
state Commerce Act to acquire control of 
Burlington, Muscatine & Northwestern R. 
R. Co. through ownership of stock and 
for authority to lease properties of said 
railway company as consistent with pub- 
lic interest. 


August 19—Washington, D. C.—Jt. Bd. 196 
and Examiner Burge: 

MC 105457, Sub. 32—Thurston Motor Lines, 
Ine., Wilson, N. C., common carrier ap- 
Plication. 

August 20—New York, N. Y.—641 Washing- 
ton St.—Jt. . 3: 

* MC 901—Loring P. Jones, et al., 
land Coaches, Inc., et al. 
August 21—Odessa, Tex.—Ector County Ct.— 

Examiner Simmons: 

MC 1554, Sub. 5—E. L. Farmer & Co., 

Odessa, Tex. 


vs. Rock- 


MC 23618, Sub. 4—O. H. McAlister, Big 
Spring, "Tex. 
MC 43867, Sub. 7—A. L. McAlister, Wichita 


Falls, Tex. 
“e. 55829, Sub. 6—W. M. Walker, Kermit, 
ex. 








MEMO TO MOTOR CARRIERS 


@ Maps help traffic men select carriers and route 


@ Our Map Department provides the most com- 
plete service obtainable in the Middle West. 


@ You can select just the map you need—standard 
black and white map of the U. S., regional or 
sectional map, or the map of a particular State— 
mark your routes on it, then have it reproduced 
for your use. 


@ Write for map circular to 


HORDER’S, 


231 S. Jefferson Street, Chicago 6 All Telephones FRAnklin 6760 


INC. 
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August 25—Brownsville, Tex.—U. S. Ct.—Jt. 
Bd. 77: 


MC 108921, Sub. 1—Lineas. Unidas Del 
Norte Tacuba, Mex., common carrier ap- 
plication. 

August 25—New York, N. Y.—641 Washing- 
ton St.—Examiner Lawton: 
. & S. M-2765—Passenger Fares over Inter- 
oS Transportation Co. 


Anmast 26—Atlanta, Ga.—Atlanta Biltmore 
Hotel—Commissioner Rogers and Exam- 
iner Fuller: 
29785—Increased Passenger Fares, Southern 
Railroads. 
29796—-Increased Coach Fares, 
Railroads. 
aS _— Washington, D. C. — Examiner 


MC C-638—Increased rate, to, from and 
within the south. 
1. & §S. M-2721—Increased rates within 
south and between south-north. 
August 27—Washington, D. C. — Examiner 
aoe: ‘ ; 
eopened water aon applications. 
Fourth Section Appl. By on 
tires to Birmingham aa Memphis 
Fourth Section Appl. 17091—Confectionery 
to New Orleans, La. 
—S Section Aor. 21073—-Confectionery 
mm... bag | ee 
our ection Ap 18282—Confectionery 
to Jacksonville, pl. - 
Fourth Section Appl. Beh Siavering ex: 
tracts (tea) to ee Tenn. 
Fourth Section Appl. 15534—Roofing and 
building material to Florida Ports. 
Fourth Section Appl. 16536—Spices and tea 
to Memphis, Tenn. 
Fourth Section Appl. 18266—Zinc oxide and 
lithopone to Memphis, Tenn. 
Fourth Section Appl. 18567—Zine oxide and 
lithopone to Memphis, Ten 
Fourth Section Appl. 18926—zinc oxide and 
lithopone to Memphis, Tenn 
September a Va. Hotel Rich- 
mond—Jt. 108: 
MC 107478, dub. 2—Old Dominion Freight 
Line, Richmond, Va., common carrier ap- 


plication. 
September 2—Richmond, Va.—Hotel Rich- 
mond—Jt. Bd. 221: 
MC 108847 — Abingdon - Wilkesboro Motor 
Lines, Inc., Richm , Va., common car- 
rier application. 


Southern 


September 2—Washington, D. C.—Examiner 

anson: 

* 29771—National Trucking and Storage Co., 
Inc., vs. P. R. R. 

September 3—Fort Wayne, Ind.—U. S. Ct.— 
Examiner Garofalo: 

MC 102343, Sub. 4—John Kauser Trucking 

Service, Paulding, Ohio, common carrier 
application. 


September 3—Fort Wayne, Ind.—U. S. Ct.— 
Jt. Bd. 60: 


MC 108629—Oser Cartage Co., Fort Wayne, 
Ind., contract carrier application. 


September 3—Fort Wayne, Ind.—U. S. Ct.— 
at. ee, Ta: 


MC 12403—Bruff Cleary Travel Bureau, 
Fort Wayne, Ind., broker application. 


September ey City, Mo.—Hotel Pick- 


wick—Jt. Bd. 
MC 14060, Sub. 1—South Side Moving & 
Storage Co., Kansas City, Mo. 


September 3—Kansas City, Mo.—Hotel Pick- 
wick—Examiner Peterson: 
MC 2283, Sub. 2—Whitehead Transfer and 


Storage Co., Springfield, Mo. 
a as Sub. "4—Lincoln Storage & Moving 
Kansas City, Mo. 


me” “83100, Sub. 2—Collins Moving and 
Storage Co., Independence, Mo. 

MC 103967, Sub. 11—New Way Transfer, 
Kansas City, M Mo. 


Semngaitine 3—Paducah, Ky.—U. S. Ct.—Jt. 
Bd. 156: 


MC 107973, Sub. 2—Faughn Truck Service, 
Metropolis, Ill., contract carrier applica- 


tion. 
September 3—Richmond, Va.—Hotel Rich- 
mond—Jt. Bd. 108: 


MC 80382, Sub. 14—Brooks Transportation 
Co., Inc., Richmond, Va., common carrier 
application. 

September 3—Richmond, Va.—Hotel Rich- 
mond—Examiner Angle: 

MC 108691—C. B. Burton, Louisa, Va., con- 
tract carrier application. 

September 3—Washington, D. C.—Examiner 
Bernhard: : 

Finance 14636—Georgia, Florida & Alabama 
R. R., reorganization. 

September 3—Washington, D. C.—Jt. Bd. 120: 

MC 3677, Sub. 22—Washington, Marlboro 
and Annapolis Motor Lines, Inc., Brad- 


| 
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paw’ Bay Heights, Md., common carrier appli- 
ca 
September 3—Washington, D. C.—Examiner 


enn: 
* 1. & S. 5292—Free ‘Time for Unloading at 
Hanford, Wash. 
September 4—Fort Wayne, Ind.—U. S. Ct.— 
Examiner Garofalo: 
MC 108662—Catron Trucking, Muncie, Ind., 
contract carrier application. 


September 4—Fort Wayne, Ind.—U. S. Ct.— 
Jt. Bd, 21: 


MC 108744— Alex Hanewich, Wheatfield, 
Ind., common carrier application 
September 4—Fort Smith, Ark. “Hotel Gold 
man—Examiner Driscoll: 
MC 29955, Sub. 4—England Bros. Truck 
Line, Fort Smith, Ark. 
September 4—Nashville, Tenn.—Andrew Jack- 
son Hotel—Examiner Sharp: 
* 29800—Increases in Tennessee Freight Rates 
and Charges. 
September 4—Norfolk, Va. —U. S. Post Office 
and Ct. —Examiner Angle: 
MC 108769—Churn’s Truck Line, Norfolk, 
Va., common carrier application. 


ee 4—Washington, D. C.—Examiner 
lenn: 
5512—-Stop-Off m Partly Unload 
WwW. @ W. TF. dh 
















aa 
Peaches in S. 


September 4—Washington, ‘D. C.—Examiner 


Hanson: 
* 29676—Vulcan Corporation vs. C. & N. W. 
et al. 


oer 4—Washington, D. C.—Examiner 


erry: 

* 29797—Use by Erie of Niagara Junction Ry. 
Co. terminals. 
September oleae, 

Examiner Garofalo: 

MC 22254, Sub. 13—Trans-American Van 
Service, Inc., Chicago, Ill., common car 
rier application. 
September 5—Norfolk, Va.—U. S. Post Office 
and Ct.—Examiner Angle: 
MC 89240, Sub. 1—Winfree Motor Lines, 
Norfolk, Va., common carrier application. 


September 5—Norfolk,, Va.—U. S. Post Of- 
fice—Jt. Bd. 226: 

* MC 108935—Wellons Motor Express, New- 
port News, Va., common carrier applica- 
tion. 


ilt._—State Comm.— 
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RATE DOCKETS 


of the following rate committees and many of their hearings 


and disposition notices: 


Central Freight Association 


Central Freight Association Coal, Coke & Iron Ore 


Central States Motor Freight Bureau 
Eastern-Central Motor Carriers Association 


Eastern Commodity Rate Revision Committee 


Illinois Freight Association 
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Southern Ports Foreign Freight Committee 
Southwestern Freight Bureau 
Southwestern Motor Freight Bureau 
Texas-Louisiana Freight Bureau 
Transcontinental Freight Bureau 

Trunk Line Association 

Trunk Line Coal & Coke Committee 
Western Trunk Line 

Joint Conference Committee 


CLASSIFICATION DOCKETS 


The regular bi-monthly docket and all special dockets of the 
Consolidated Classification Committee which cover proposed 
changes in rules, descriptions, ratings and minimum weights 
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Embargo Notices, Modifications and Cancellations 


once used the weekly TRAFFIC BULLETIN you will 
never again want to be without it. You will find it is the 
easiest, quickest, and surest way to keep your tariff file 
up-to-date and to keep informed on rate changes in ad- 
vance of their effective dates. 


The TRAFFIC BULLETIN lists every new tariff and sup- 
plement filed; it furnishes you with the Consolidated 
Classification Docket, the dockets of the various terri- 
torial rate committees, and many of their hearing b 

letins and disposition notices; it keeps you advised o 
short-notice changes, on both railroad and truck rates; 


on Fourth Section matters; investigation and suspen- 
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sion orders; and on embargoes. This weekly service is 
prompt, complete, and accurate—send for sample copy. 
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418 South Market Street 
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